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Automatic Substation Control Is 
Now in Third Phase of Development 

ROM the discussion, at the recent Niagara Falls 

meeting of the American Institute of Electrical 
Engineers, on the automatic substation with particular 
reference to electric railway use, it is evident that 
power distribution engineers are now emphasizing the 
economic aspect of automatic control. 

Thus it appears that the manless substation, like 
all successful inventions, has passed through two phases 


of its career and is now in the third. The first was 


primarily that of the invention period, the second had 


third is, of course, its adaptation to power-distribution 


conditions all round. 


/ 


‘applicable under their conditions? 


The several stages of progress can be epitomized 
in these three’ questions, respectively: (1) What 
physical principles are available for performing by 


- electrical and mechanical means the functions now or 


previously requiring brain and hand power? (2) 
How can operators be convinced that the inventions 
resulting from the utilization of these principles are 
(3) When, where 
and how should the equipment be installed to secure 
the greatest return in quantity and quality of service 
per dollar of investment and per dollar annually ex- 
pended in operation? 

At the A. I. E. E. meeting Messrs. Crecelius and Phil- 
lips, both formerly connected with the power depart- 
ment of the Cleveland (Ohio) Railway, read a paper 
which is the result of many years of study of the broad 
principles involved in the application of automatic 
control. While they were still connected with the 


railway, its management decided upon the gradual 


replacement of manual by automatic control in Cleve- 
land. This replacement is now under way. The con- 
clusion was not reached without an exhaustive study, 


because it was realized that reliability of service is 


the prime consideration, and there must be no interrup- 
tion hazard introduced by the change. As a result of 
the general analysis and the actual installation of a 


_ few substations in Cleveland some important technical 


developments in the art have been made within the past 
two years or so, and in fact are still being made. 

It is true that in the discussion which followed the 
presentation of the Crecelius-Phillips paper their con- 


_ clusions were not all agreed with. W. E. Bryan, super- 


- to be deplored. 


intendent of power, United Railways of St. Louis, in 
particular, took exception to several. This fact is not 
It is too early yet for general agree- 
ment on the requirements of so young an art; in fact, 
engineers are far from agreeing regarding far older 
technical and economic questions. Local conditions 
control in all cases. All that the engineers can do is to 


agree on fundamentals—they can then be trusted to 


work out the local details satisfactorily. 
To return to automatic control itself—the evolution 
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of this control in the eight brief years of its history has 
been traced in a succession of articles and statistical 
tables in the columns of this paper. Each significant 
item of progress has been chronicled, as manufacturers 
and railway engineers have applied the results of their 
experiments. The control is not yet physically perfect, 
perhaps never will be. But it is now generally recog- 
nized as a reliable piece of equipment which is to be 
purchased or not as a reply to the question—“Do we 
need, and can we afford not to have it?” rather than— 
“Will it work?” The present great interest in auto- 
matic control is due almost entirely to necessity. Power 
costs must be reduced; here is one practical way to 
limit them. The necessity is not so critical as it was 
during and soon after the war, but it is still here. 


Union Domination 
the Issue in Buffalo 


EMBERS of the Amalgamated local in Buffalo 

have gone on strike. The issue is a clean cut one. 
The International Railway, under the direction of 
Mitten Management, Inc., will not agree to the demands 
of the men for a closed shop. In its effort to throw off 
union domination the management of the railway has 
the backing of the Buffalo Chamber of Commerce and 
other influential interests tired of short-sighted labor 
rule of industry in that city. On their part the union 
men, through their representatives, announce that they 
“will resist any un-American attempt to force us into 
social subjection, though the plan may be governed by 
the most benevolent despot on earth.” 

The situation thus briefly outlined presages a fight 
to the finish. The phrase “the most benevolent despot 
on earth” is evidently supposed to be a true likeness 
of Thomas E. Mitten. Of that more will be said later. 
Unknowingly, of course, the Amalgamated local in 
Buffalo has painted a pretty good picture of itself in 
the phrase about the despot, but none would associate 
with that body the term benevolent. Last year the 
United Traction Company of Albany threw off the yoke 
of union domination after a long struggle following 
dictation of its affairs extending over many years. 
A similar condition has long existed in Buffalo, A 
year ago a truce was patched up in Buffalo at which 
Mr. Mitten took no notice of the Amalgamated Asso- 
ciation. 

The union men at Buffalo see Mr. Mitten through a 
glass darkly. It is only to be expected that they would. 
However inaccurate the picture may be which presents 
Mr. Mitten as a despot, he certainly has been nothing 
if not benevolent. His record at Philadelphia testifies 
to this. There wages have been advanced beyond the 
original dream of the men as a result of his co-operative 
efforts between management and men, savings have 
been promoted among the employees and the men and 
women there have a large monetary interest in the 
company. So far has his program been carried that 
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criticism has been pretty general in some quarters of 
the extent to which he has gone to have the workers 
become financially interested in the railway there and 
participate in the management of the company. If any- 
thing similar to this has been accomplished by organ- 
ized labor anywhere in behalf of the workers on electric 
railways, the facts have apparently escaped the atten- 
tion of the historians. 

It has been said that Mr. Mitten’s system of man- 
agement is not a plan, but rather a man. Like all other 
aphorisms this is true only in part. This much is cer- 
tain, however—Mr. Mitten does not want to rule labor, 
but neither will he let labor rule him. In this phase 
of the struggle in Buffalo he is fighting a battle in behalf 
of the entire industry. 


Power Substations Can Be 
Made Noiseless 


IRCUMSTANCES arise occasionally which demand 

that a substation for the transformation of elec- 
tric railway power be made practically noiseless. In a 
quiet residence neighborhood the penetrating whistle 
of some rotary converters offends the ears of the 
fastidious. Sometimes circumstances may arise in which 
the “rotary” and its accompanying apparatus must be 
located near offices or other rooms or buildings in which 
quiet is at a premium. It is, therefore, desirable for 
the power engineer and the general manager of an 
electric railway property to be somewhat familiar with 
acoustics from this point of view, so that they may be 
ready to meet a special condition such as this. 

An illustration of the rendering of a substation noise- 
less, on the property of the Birmingham Railway, Light 
& Power Company, was given in the issue of this paper 
for March 13, 1920. In that case practically the only 
noise producer, the rotary converter, was inclosed in 
a windowless room and the ventilating air was bafiled 
to eliminate sound waves. The machine was mechan- 
ically insulated, also, to localize vibration. 

Another, and still more recent example is furnished 
by the Garvanza substation in Los Angeles, which is 
the subject of an article in this issue. This is doubly 
interesting because the control is of the automatic type. 
In this case the ventilating air is forced through a 
circuitous path and the whole equipment is housed in a 
windowless building. The walls of this building are 
heavily buttressed so that vibration production is dis- 
couraged. The automatic control lends itself admirably 
to a noiseless arrangement, as it is not necessary to 
provide for the convenience and comfort of operators 
other than the inspectors. 

The architectural problem involved in the noiseless 
substation is one of some difficulty, if the building must 
be made to harmonize with the surroundings. A win- 
dowless building is not inherently attractive, because 
it is unusual in appearance. Heavy buttressing, also, 
is apt to give a small building a clumsy aspect. The 
pleasing result achieved in Los Angeles is thus the 
more creditable. 

While it may not often be necessary to go to such 
lengths as was done there and in Birmingham to secure 
noiselessness, the fact that these particular designs 
have proved successful will furnish confidence that 
equally good results can be secured elsewhere. 
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Fares Have 
Elastic Limits, Too 


HIS period of economic defiation or shrinkage in- 

eluctably calls for a downward revision of fares 
even if the existing fares do not seem high enough to 
the operator who is trying to whittle away preceding 
deficits. When many of the patrons are either out of 
work or working only part time at lower wages, there 
is neither popularity nor profit for the railway which 
does not move with the economic trend, regardless of 
the sound justification of retaining longer the high 
rates that were so tardy in coming. 

Downward revision of fares does not necessarily 
mean a reduction in the cost of the single ride. On the 
contrary there may be a downward revision coincident 
with an increase in fares. What is in mind is the use 
of plans which not only hold all of the compulsory 
riding of a community, but also attract that freer off- 
peak riding that is essential to a dividend-paying rail- 
way. Such off-peak riding will not come in strait- 
ened times unless the patron is offered something 
reasonable and attractive in the rate of fare. A variety 
of plans are available. 

There is, for example, the special case of an incline 


railway. When the operator introduced a ten for 25-cent - 


ticket rate, business went to capacity and revenue 
exceeded the results of a 5-cent straight fare policy. 
In a gecond case, the use of monthly passes gave 
regular riders a 6-cent fare and irregular ones a 10- 
cent fare with satisfaction to all concerned. In a third 
case, the use of weekly passes enabled the operator to 
eliminate most of his jitney competition, earn more 
revenue, leave single-trip and ticket fares where they 
were and still cut the fare in half for nearly half of the 
riders. In a fourth case, the installation of a simple 
zone fare has saved the situation because the short- 
ride majority which enjoys the lower rates is deter- 
mined not to be penalized for the long-ride minority. 

These examples do not ‘exhaust the possibilities of 
giving a reduction in fare coincident with maintaining 
and even increasing revenues. They suffice to show, 
however, that it is not the average rate of fare per 
ride that tells so much as the product of rides times 
rates of fare. Only totals and net count. 


Will the Industry Finance ° 
the Proposed Rail-Joint Tests? 

N COMMENTING upon the plans of the committee on 

welded rail joints, which hopes to do some real research 
in the field covered by its name, this paper recently re- 
ferred to a probable request for funds addressed to elec- 
tric railways. Since then, the proponents of the testing 
program, largely electric railway engineers, have sug- 
gested that the American Electric Railway Association 
might be willing to finance the tests. ’ 

If at all feasible, it would appear best to supply the 
needed funds by a lump appropriation rather than by 
the time-honored but monotonous “passing of the hat.” 
No doubt the railway companies will cheerfully furnish 
the money if necessary, but the other method will be 
more dignified and more convenient. Besides, the 
achievement of creditable results of the sort confidently 


expected would be a “feather in the cap” of the 
association. 


The Special Safety Issue of This Paper Will Appear July 22 
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Noiseless Substation for Los Angeles Railway 


By Means of a Circuitous Route for the Sound-Laden Air the Designers Were Able to Mufile 
the Noise from the Machinery—The Building Is of Massive Design and 
Harmonizes Architecturally with the Neighborhood 


By GEorGE E. CAMPBELL 
Chief Draftsman Los Angeles Railway Corporation 


T RECENTLY be- 

came necessary for 

the Los Angeles 
Railway to extend its 
distribution system by 
erecting additional 
substations, particu- 
larly to supply power 
necessary for heavy 
morning and evening 
PEAKS: 207. 

To carry out this 
plan it was necessary 
to place some of the 
substations in resi- 
dence districts of the 
city, in regions where 
the restrictions 
against the erection 
of industrial building 
are extremely rigid. 

In order to secure 
the sanction of the 
City Council for the 
erection of substations 
in these portions of the city, the railway had to agree to 
erect sightly buildings, housing apparatus which would 
operate noiselessly. Of course, noiseless machinery of the 
kind necessary for the operation of an electric railway 
could not be obtained, so that the buildings had to be de- 
signed to absorb the noise within themselves and at the 
same time not interfere with proper ventilation of the 
machinery. 

The engineering department of the corporation was 
not able to find many data as to noiseless substations, 
and was consequently obliged to do some pioneer work 
in this field. The first of the attractive, noiseless sub- 
stations erected was the one known as the “Garvanza” 
substation, which has now passed the inspection of the 
city fathers and has been pronounced both attractive 
and noiseless. Satisfaction having been given with this 
substation, permission has been granted for the erec- 
tion of others designed along the same general lines. 

Details of the features of the design which have to do 
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EXTERIOR OF NEW AUTOMATIC SUBSTATION IN LOS ANGELES, 
DESIGNED FOR BEAUTY AND NOISEPROOFNESS 


particularly with the 
points already men- 
tioned will be given, in 
the hope that they 
may be useful to other 
electric railways hav- 
ing to install substa- 
tions in residence dis- 
tricts. 

The equipment con- 
sists of a 1,000-kw. 
General Electric ro- 
tary converter, a 
‘three-phase, self-cool- 
ing-type transformer, 
with complete auto- 
matic control equip- 
ment for the machine. 
There are four feeder 
panels. 

The lighting is con- 
trolled by an auto- 
matic time switch, by 
means of which the 
exterior of the sub- 
station is illuminated from sundown to 2 o’clock in the 
morning. 

The floor plan of this substation is 42 ft. x 443 ft. 
inside measurement, and the ceiling is 20 ft. above the 
floor at the lowest point, the roof being flat and sloped 
to drain in one direction. The foundations are of con- 
crete, extra heavy as a part of the noiseproof design, 
and reinforced with old 60-lb. A.S.C.E rails. These 
rails were thoroughly cleaned to facilitate adhesion to 
the cement, were cut to lengths by the railway and de- 
livered on the job free of cost to the contractor, who 
placed them in the concrete. 

All walls, exterior and interior, are of well-burned 
common brick, 18 in. thick and laid in cement mortar. 
The upper portion of the exterior walls is made of re- 
inforced concrete, to act as a bond to tie the building 
together and to facilitate the placing of tile and anchors 
where required. 

Inside the walls, 4-in. “Flaxlinum” was placed be- 
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Cross-SECTIONS OF GARVANZA SUBSTATION, SHOWING NOISEPROOFING CONSTRUCTION OF WALLS AND ROOF 
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tween two thicknesses of building paper. Next to this, 
4-in. x 12.-in. x 12-in. well-burned hollow building tiles 
were laid up in lime and cement mortar and secured 
to the brick walls by 60d. spikes over each third tile, 
the spikes being bent down to the tile. 

The roof, of concrete reinforced with square twisted 
bars, is carried on steel girders and beams. The roof 
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Los ANGELES RAILWAY 


PLAN OF GARVANZA SUBSTATION, 


slab is 4 in. thick. To insulate the roof against noise, 
the concrete was covered with “Flaxlinum” between 
paper and a layer of the 4-in. hollow tile. The roofing 
consists of two layers of 15-lb. roofing felt and a 
three-ply standard cap sheet, all mopped down. All 
flashings are of 18-0z. copper. Two 6-in. cast-iron 
down spouts, buried in the wall, drain the roof, over- 
flows being provided to take care of excessive rain. 

The exterior walls have large buttresses laid up sol- 
idly of brick, and timbers 8 in. x 8 in. in size project 
out beyond the cornice line by way of ornament. The 
walls are coated with cement plaster, tinted a deep green 
color and applied with a circular sweep. The effect 
of this is highly pleasing. 

There are no windows in the wall, but a number of 
blind windows, covered with heavy black grilles, were 
provided to break up the flatness of the wall and thus 
improve the appearance from the architectural stand- 
point. Each pilaster is ornamented by a large black 
iron lantern, especially designed for this substation. 

To return to some of the noiseproofing details, at- 
tention is directed to the design of the doors. 

The main door is 10 ft. x 14 ft. in size, and it is 
made in two pieces and located at the rear of the build- 
ing. This door is for occasional use only and is large 
enough to permit the passage of any piece of machinery 
in the building. It is held in place by a specially de- 
signed beam, screwed into the door and braced against 
the jamb. A small door is provided in the front of the 
building for general use. Both doors are closed by 
means of icebox fasteners to permit them to be tightly 
closed. 

To render the doors soundproof they are made of 
three thicknesses of tongue-and-grooved lumber, laid 
diagonally with “Flaxlinum” between. To give them 
the maximum strength they are framed into solid tim- 
ber. 


The door frames are of heavy timber, well se- 


cured to the walls by long bolts built into the brick- 
work. The doors and jambs are beveled on all sides 
like refrigerator doors to permit them to be drawn 
absolutely tight. 

The air intake for ventilation was originally through 
metal louvers. These, however, caused a shrill whis- 
tling sound and they had to be boarded up. A hole of 
equal area was then cut in the roof and covered with a 
pent house, hidden behind the fire walls. Through 
this hole the air is drawn down through an intake 
shaft by means of a No. 64 Sturtevant multivane fan, 
driven by a 2-hp. motor. 

From the fan the air passes through a conduit in the 
floor to the base of the converter, after which it rises to 
the ceiling by convection and is drawn into the exhaust 
by a fan mounted on a suspended reinforced platform 
and similar in design and capacity to the intake fan. 
This second fan pulls the air into a duct!running from 
the ceiling to the floor, which makes a 180-deg. bend at 
the floor line and passes up and out through the roof. 

By the time the air has passed through this cir- 
cuitous route, its noise-producing vibration has all been 
absorbed and it carries no noise from the rotary con- 
verter to the outside air. 

As the outlet duct is open to the air so that some ~- 
rain falls into it, the shaft is drained at the bottom 
by means of a galvanized iron pipe. 

As shown in the plan of the building, the interior is 
divided into several rooms. The main room is to ac- 
commodate the rotary converter and switchboard, and 
there are separate rooms each for the transformer, the 
oil circuit breaker, and the lightning arresters and 
meters. Although there are no attendants regularly at 
the substation, a storage room is provided for supplies 
for the repair men and inspectors and a toilet room ste se 


Elevation 


FRONT AND REAR ELEVATIONS OF GARVANZA SUBSTATION, SHOWING 
Heavy BUTTRESSES AND Doork OPENINGS 


Rear 


The building is placed on an ample ground area to 
provide for landscaping. An automatic sprinkling sys- 
tem has been installed-to keep the lawns in condition. 

All of the designs which have been described, the 
drawing of the plans and the supervision of the erec- 
tion are the work of the engineering department of the 
Los Angeles Railway Corporation. 
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What Weekly Passes Do on a Zone-Fare Railway 


Experience of the Beaver Valley Traction Company Shows Greater Traffic 
and Increased Revenue, More Particularly Due to Greater 
Off-Peak Riding by Companions of Passholders 


By WALTER JACKSON 
Railway and Bus Fares Consultant 


to the Beaver Valley of Pennsylvania with its sparse 

thousands; from the operation of long underground 
trains almost every other minute to the one-man car 
service of a cross-country line; from the handling of a 
people who speak but two languages—English and 
Cockney—to that of a public whose tongues are of 
Babelian diversity. For all that, it would seem that a 
type of fare charging involving a wholesale rate for 
- wholesale use can be successfully transplanted from. the 
world’s metropolis and readily adapted to the needs of 
an entirely different community. 

This type of fare is the unlimited-ride pass. In 
applying it to the Beaver Valley Traction Company, 
however, certain changes were made as follows: Period 
of validity cut from the London minimum of one month 
to one week; pass made good for bearer instead of 
using personal contract form; price, except for longest 
runs, set at the cost of between two and three rides a 
day instead of being generally less than that of two 
‘rides a day. The last change means that people riding 
in the one-zone and two-zone classifications must ride 
more than twice a day in order to secure a lower average 
cost per ride. 


[' IS a far cry from London with its many millions 


RESULTS BEFORE ADDING UNIVERSAL PASS 


Since comprehensive articles on the layout of the 


Beaver Valley Traction Company have appeared in the 
April 22, 1922, and April 9, 1921, issues of the Hlectric 
Railway Journal, it will not be necessary to go into 
detail again. It is only well to remind the reader that 
the routes are cross-country lines serving small towns 
(the biggest 13,000) and thinly-populated, river-bluff 
country between; that the better-fixed element of the 
population is made up largely of commuters to Pitts- 
burgh, and the less endowed classes are foreign-born 
people who work in local mills or factories; that the 
wives of commuters are tempted to shop in the big city 
via steam railroad, and that many local workers also 
use steam railroad commutation at very low rates. 
While there are no jitneys in the Beaver Valley, there 
are plenty of private automobiles run by companionable 
owners. 

In the early days of the Beaver Valley Traction Com- 
pany, 5-cent fare zones of 3 to 4 miles average length 
had obtained. With war times came 6-cent and 7-cent 
fares without change in length of zone. As this made 
serious inroads on the large proportion of short-haul 
riding, the company on Dec. 1, 1919, went back to a 5- 
cent base but cut the zones to an average of 2 miles. 
This shorter zone length, however, was still long enough 
to give nearly all town residents a 5-cent fare. As a 
result, the company revenues improved up to 23 per 
cent until the unemployment wave hit the valley a blow 
from which it is still suffering. 

In this extremity, Mr. Boyce turned his thoughts to 


some plan that would cut fares for the wholesale rider 
without diminishing the actual revenue received from 
that rider—or possibly even securing more revenue 
through greater use of the service. The questionnaire 
mentioned in the April 22, 1922, article had revealed 
that people were only doing part of the riding they 
ought to, but that some bargain offer might put them 
on the cars oftener. Following an analysis made by 
the writer, the company put on a variety of weekly 
passes to take care of one-zone, two-zone and three-zone 
rides. The price for a one-zone pass was fixed at $0.85 
or seventeen 5-cent rides a week; of a two-zone pass at 
$1.60 or sixteen 10-cent rides a week, and of a three- 
zone pass at $2 or thirteen and one-third rides a week. 
To these Mr. Boyce added a limited-hour special-dis- 
tance school pass at 75 cents. 


THE BEAVER VALLEY TRACTION COMPANY & 
PITTSBURGH & BEAVER ST. RY. COMPANY 


ce hee 
ea 1922 


APR 23 1922 
— G68B IN ALL ZONES 


Pats bance Lc cars of The Beaver Valley Traction Company 
& Pittsburgh & Beaver Street Railway Company, in any zone 
within the days shQWN on this pass. 


Pass must be shown to the conductor 
vr operator upon entering and leaving 
car and is good for only one (1) passenger. 


. * 
AEER aie 


A UNIVERSAL Pass WAS PuT ON SALE IN APRIL FOR $2 


Price 
$2.00 


030) 


NO 


A zone or inter-station pass is, of course, not the same 
simple and flexible thing as a universal city pass. In 
the Beaver Valley there are long, desert stretches for 
which one would be lucky to get half a dozen steady 
riders a day, so that it would not pay to sell such com- 
binations on the car. Another deterrent feature of an 
inter-station pass is that it may not cover both the rush 
and non-rush riding of the passholder. Thus, a man 
might travel westward to his work and eastward to his 
pleasure. If the pass did not cover all this at an attrac- 
tive price, he would not buy one. 

Because of the novelty of the pass idea, however, it 
was determined to go step by step rather than do every- 
thing at once. During the first week, beginning Feb. 
13, 1922, nineteen fully printed varieties were sold to a 
total of 466 passholders in quantities from seventy 
down to one; in the following week twenty varieties 
totaling 476 were sold; in the third week, twenty 
varieties totaling 481, and in the fourth week, twenty 
varieties totaling 497. In the fifth week, eight unim- 
portant passes were withdrawn without injury to gross 
revenues from passes. 

From these first experiences, it was clear that certain 
passes need not be printed in full but could be rubber- 
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stamped to cover date of issue and week of year at a 
considerable saving in printing expense. Another sav- 
ing was obtained by selling the back of the pass for 
advertising by the local gas and electric company at a 
price which covers half the cost of production. The 
management also knows now what passes it is worth 
while to offer on the cars through the platform men and 
what passes, because of trifling sales, it should sell 
only at its offices. In short, the company is ready to 
make to order any combination desired, but it does not 
expect its men to have on hand those of the rarer kind. 

For eight weeks the company studied the behavior of 
the one, two and three-zone passes without changing 
prices, but liberalizing conditions in some zones so that 
extensions, lap-overs, etc., were granted to bring the 
rider to destination without irritating him by seeking 
more money for a walking distance ride. This common- 
sense procedure made a hit with the patrons, as shown 
by the jump to 531 in the sixth week and 585 the 
seventh week with accompanying increases in revenue 
as shown in Table I. 

Despite the restrictions inherent in any inter-station 
pass and despite the fact that many residents of the 


Good Sunday midnight to 
midnight following Sunday. 


ON SALE FRIDAY 


This is a new Pass. It and 
several other Passes are for 
sale by the Conductor. Ifhe 
does not havea Pass over the 
territory you wish, such a 
Pass may be obtained at 
this office. 


ASK THE CONDUCTOR 


TWO DOLLARS A WEEK 
Ride anywhere on the street 
car lines--buy the new week- 
ly Pass at $2.00. Good over 
the entire system at any time 


Vanport to Morado~Morado 
or Vanport to Ambridge. 


Make as many trips as you 


wish. Go anywhere, every- 
where on the cars. 

Cost about the same as 
the repair, of a puncture in 


Investigate the $2.00 
Weekly Pass--It is a money- 
maker for you. — 


The Beaver Valley Traction Co. 


a tire. 


W. H. Boyce, Gen., Mer. 


Two POSTERS ON THE UNIVERSAL PASS 


valley were either wholly or partially unemployed, the 
passes brought at once a gratifying increase in revenue. 
Thus, during the first four weeks, the increase was $420 
a week or $60 a day compared with the average of four 
weeks just preceding the pass. This was equivalent to 
a gain of 4 per cent in gross with, of course, no addition 
to service because nearly all such extra business neces- 
sarily is off-peak. For that matter, the company can 
take a lot of new rush-hour business, too, in plenty of 
zones without being “rushed” as it were. 

This first gain in revenue was approximately 80 per 
cent of the then revenue from pass sales. It is not con- 
ceivable that it came wholly from the passholders’ own 
riding. The two most likely causes were these: First, 
while the passholders took more off-peak or pleasure 
rides than before because they had no further fare to 
pay for themselves, they did have to pay full cash fares 
of 5, 10 or 15 cents each way for their companions—the 
more companion rides, the more fares; second, it is 
reasonable to suppose that the riding suggestions 
addressed to the passholder as “Go to the basketball 
game on your pass” would also tend to get some riding 
out of people who did not have passes. At any rate, 
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more money came into the treasury and more people on- 
to the cars, than which no better tests could be desired. 


STILL BETTER RESULTS ON ADDING UNIVERSAL PASS 

Owing to the great variety of passes that were 
required merely to take care of one to three zones, it 
was not desirable to go further at the start. The 
analysis of traffic had shown that not more than 6 per 
cent of the revenue came from rides in excess of three 
zones, because almost all the long-haul rides in the 
valley were being taken on the two steam railroads. 
The commutation rates were so low that it appeared 
unwise to make a direct attack on this kind of business, 


TABLE I—-CHANGES IN EARNINGS FROM PASSES, SHOWING 
HIGHER RATE OF INCREASE FOLLOWING INTRODUCTION OF $2 UNI- 
VERSAL Pass, WEEK BEGINNING APRIL 3, 1922. ALSO NUMBER OF 
PASSES AND AVERAGE RETURN PER PASS. 

Number of Average 


Passes eturn 
No. 1, Feb. 446 $1.15 
No. 2, Feb. 476 1.16 
No. 3, 481 UY: 
No. 4, 497 1.18 
No. 5, 485 1.18 
No. 6, 531 1.14 
No. 7, 585 Uetz 
No. 8, / 538 a 
No. 9, 598 1235 
No. 10, 635 } 37 
No. 11, 695 1.4] 
No. 12, 730 1.43 
No. 13, 769 1.44 


bearing in mind also that it was largely rush-hour 
travel in any case. 

However, some inroads are being made on the steam 
railroads indirectly through the universal pass which 
was introduced the ninth week, beginning April 10. 
Almost immediately after the inauguration of the inter- 
station passes, there had arisen a demand for a pass 
that would be good anywhere on the system. At first, 
a price of $3 to $4 a week was considered, but bearing 
in mind how little existing business was in excess of 
three zones, the management took the plunge by 
announcing that from April 10 onward the three-zone 
price of $2 would also be the price for any length 
of ride. The response was most gratifying from the 
start, pass sales rising from 538 to 598 and pass revenue 
from $619.65 to $798.75; by the week beginning May 8 
(No. 13 of the pass) the passholders had risen to 769, 
and the revenue to $1,109.50 or more than double the 
first week. 

The change in the distribution of passholders accord- 
ing to price paid is clearly set forth in Table II, com- 
paring the first, seventh, ninth and thirteenth weeks. 
This shows in comparing the seventh (best pre-pass) 

TABLY II—CHANGE IN CHARACTER OF PASSES SOLD BEFORE AND 
AFTER INTRODUCING UNIVERSAL Pass, COMPARING First WEEK 


WITH SEVENTH (BEST PRE-UNIVERSAL), NINTH (FIRST UNIVERSAL) 
AND THIRTEENTH WEBPKS. 


First Seventh Ninth Thirteenth 
Week Week Week Week 
75 cents School. se-ne cee ae eee 2 14 12 11 
85 cents I-zone........... E 291 397 307 329 
$1.60 2zone,. tsk a esr05 101 73 91 
2,00: 3-zonejonimores ayes 48 73 206 338 
446 585 598 769 


and ninth (first universal pass) weeks that of the 133 
new $2 riders, ninety seem to have come from the $0.85 
class and twenty-eight from the old $1.60 class, thus 
raising the average return per pass from $1.11 to $1.33 
a week. In the following weeks, the $2 universal con- 
tinued to grow in favor so fast that by the thirteenth 
week there were 338 subscribers at that price, bringing 
the average return per pass to $1.44 a week. 

Up to the week of May 1, the universal pass could not 
affect steam railroad commuters because commutation is 
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sold in this district from the first of the month. In that 
week, sixteen were added to the 280 of the week before. 
This does not look so promising, but it is likely that 
the electric railway started cutting into steam railroad 


. off-peak revenue from the time it first put on the univer- 


sal pass, especially in drawing messengers, commercial 


‘travelers and other off-peak riders who would find the 


universal pass exceptionally convenient. One must bear 


in mind that the commuter within the valley has to 


decide between these two conditions: A cheap and rapid 
ride to and from his job when time is precious, but with 
almost no use of the service at other times, versus a 
slower and costlier work-hour ride which can be made 
cheaper only by almost doubling the number of rides 
(though not the mileage) taken daily. 

The likelihood is that as time goes on, the two, three 


. and possibly four-zone steam railroad commuters will 
find the electric railway’s universal service proposal the 


best in the end, particularly those whose homes or jobs 
are not conveniently close to the steam railroad stations. 
Furthermore, when 100 per cent employment conditions 
return, it may be feasible for the electric railway to run 
fewer-stop cars for these workmen and thus cut more 
deeply into this class of business. 

It has already been stated that during the first four 
weeks the average increase in daily revenue was $60, 
compared with the four non-pass weeks preceding. By 
the end of the eighth week this daily gain had risen to 
$76.64. The introduction of the universal pass has 
improved this increase to approximately $125 a day, or 
about 9 per cent increase in gross revenue. As at the 
start, the increase in revenue is consistently equal to 
practically 80 per cent of pass revenues. Almost all of 
this increase is pure net, for no increase in service is 
required to handle the increase in traffic and the prin- 
cipal expenses in connection with the introduction of 
the system were covered by the gains of the first two or 


_ three weeks. 


A gain of $125 a day is indicated by the first three 
weeks experience with the addition of the universal 
pass. The next week, beginning May 1, was abnormally 
low: because a strike begun on May 2 on the Steuben- 
ville, East Liverpool & Beaver Valley Traction property 
put the Beaver Valley Traction Company’s Route No. 
2007 completely out of business to the tune of $75 a 
day Idcal revenue and of $125 to $150 a day total 
revenue, the latter being due to the loss of through 
travel by. Stetbenville-East Liverpool transferees. 
Another loss of $25 a day is set down to the daylight 
saving plan which began on May 1. For the opposite 
reason, namely, pleasure business due to a circus at 
Junction Park, the extra good week beginning May 8 
must also be cut out of the reckoning. 

In any event, the twelve weeks period of the zone 
pass during a normal time compared with the preceding 
normal period of four weeks has convinced the manage- 
ment that the innovation has made good. 


Additional Service Provided 


HE Erie Railroad, now operating a steam train 

service between Bradford, Pa., and Salamanca, 
N. Y., will shortly start a motor car service over this 
route, which connects at Salamanca with the main line 
of the Erie road. The length of the route to be covered 
is 17 miles. It is planned to install several cars, each 
seating forty passengers. The company also operates 
a large gasoline car. 


Allocating Energy Consumption 
in Dayton 


Energy Bills of Ten Electric Railways Operating Through 
the Central; District of Dayton, Ohio, Based on Unit 
Consumption of Each Type of Cars as Determined 
by Metering the Energy Used 


HE ten separate electric railways that operate 
over the same tracks in the central district of 
Dayton, Ohio, entered into a contract last year 
with the Dayton Power & Light Company for the 
purchase of all power used for'the propulsion of the 
cars in that area. One of the local companies had 
formerly supplied the power for this area and had 
billed the other companies on a basis determined by a 
power survey made by the City Railway some six or 
seven years ago. Since that time many changes in 
operating conditions had taken place, so that the fac- 
tors in use for determining the power used by each 
company were not accurate. Therefore, all the inter- 
ested railways desired to arrive at new factors which 
could be used in computing more accurately their pro 
rata share of the total power bill. 

The Economy Electric Devices Company, because of 
its extended ex- 
perience and 
complete equip- 
ment to’ handle 
this work, was 
retained by a 
committee repre- 
senting the ten 
interested com- 
panies to make 
a complete sur- 
vey. This com- 
ul mittee consisted 
of Henry Geb- 
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PURPOSE OF THE STUDY 
general manager 


of the Dayton, Springfield & Xenia Southern Railway. 

The purpose of the survey was to establish the 
normal energy consumption of each type of car oper- 
ated over each route by the various companies. Having 
this information, it would then be possible to determine 
the total amount of energy used by each road from 
the number of trips through the central district and 
the unit consumption per trip of each type of equip- 
ment. 

The energy consumption for each type of car 
was determined by placing suitable watt-hour meters 
on each car and taking readings each trip as the car 
entered and left the central power district. The 
accompanying map shows this central district and the 
position of the fifteen circuit breakers by which it is 
segregated from the remainder of the systems. The 
segregated district is fed by the Dayton Power & Light 
Company through one meter located in the power house. 
It is the total kilowatt-hours shown by this meter that 
is allocated monthly among the ten companies. 

Following is a tabulation of the combination of 
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routes and number of different types of equipment that 
were tested on each route for each of the ten railways: 


No. of 
No. of Types 
Name of Road Routes Of 
Oakwood Street Railway ic. 6s. y os ee sens he eee 
People’s! Railwayid 6. cot. ak kd Cons Me oe 
Cincinnati & Dayton Traction Company......,........ 
Dayton streebehailway. oe... vet. sone cus ole ee +o) eee ee 
Dayton, Springfield & ania Southern Railway.......... 
Dayton, Covington & Piqua Traction Company. . 
Dayton & Western Railw ay 
CityiRailwaey.) £05085 CSE. sf lsae.0 cickese eters ol eee ee 
Dayton & Troy Electric Railway............0....-++-+ 
Ohio Electric Railway 


SOBUAUSWH— 


| PWWUARANNAD ® 
ad 


2 | ANN Hw 


al 


Thus the individual power consumption of fifty-one 
different types of cars had to be determined; in some 
cases for each type of car on but one route and in 
others for each type on aS many as seven routes. 
Sufficient Sangamo railway type watt-hour meters were 
used to equip approximately one-third of the cars 
simultaneously. Readings on each group of metered 
cars were taken for every trip into and out of the 
central district for four successive days and the data 
obtained during this time were considered representa- 
tive of the entire week. 

Observers were stationed at the circuit breakers and 
were given individual written instructions to read the 
meters on specified cars passing in and out under their 
circuit breakers. These readings, together with the car 
number and the time, were noted on a printed form. 
At the end of each day’s work each observer turned in 
his data sheets to the engineer in charge of the survey, 
who tabulated the figures. At the conclusion of the 
test all detail data were summarized by cars and routes 
for each company. 


ENERGY CONSUMPTION DATA OF CARS OPERATING THROUGH 


CENTRAL DISTRICT, DAYTON, OHIO 
a is 
8 i e) Foie 5 
é) S et eS a Ao 
5 HO % ko Ae ma 
5 Ses a. ea ee 
s gos © 8S eames 
5 Z BC a 5 
150 2G.E. 67 24,000 S 2.08 173.5 
. 190 2G.E. 800 24,000 S 1.75 146.9 
Oakwood Street Railway... 260 2G.E. 80 24,000 S 1.87 155.0 
290 2G.E. 88 24,000 =S)" 2ez70 89:0 
395 4W.H. 323-A 43,000 D 3.09 143.5 
401 4W.H. 323-A 43,000 D 3.23 150.0 
Dayton Street’Railway...../ 200 2G.E. 80 23,400 S 1.67 143.0 
300 2W.H. 306 32,400 D 2.42 149.5 
6 2G.E. 201 34,000 D 2.47 145.5 
10 4G.E. 201 45,000 D 4.01 178.0 
Dayton, Springfield & 16 2G.E. 304 46,000 D 4.06 176.5 
Zenia Southern.......... 17 2W.H. 101-B 28,000 S nope 199.53 
105 2W.H. 306 32,400 BD 250375-125.0 
107 2G.E. 201 34,200 D 1.85 109.0 
12 4G.E. 67 36,000 D 2.56 142.0 
Dayton, Covington & Piqua 30 4W.H. 532-B 56,000 D 4.10 146.5 
19 4G.E. 67 42,000 D 3.32 158.0 
Frt. Trailer... . . 30,000" Dy ilezi 80.6 
15] 2G.E. 80 24,860 S 2.42 194.5 
161 2G.E. 80 29,200 S 2.64 181.0 
People’s Railway.......... 400 2W.H. 306 36,500 D 2.79 153.0 
512. 2W.H. 306-V 38,100 D 2.75 144.2 
201 4G.E. 80 53,400 D 3.84 143.5 
CD. Fert pontine 23,100 D 1.48 128.5 
| 2W.H. 303 65,000 D 4.35 134 
48 2GE. 57 45,000 D 5.40 230 
Cincinnati & Dayton...... 160 4G.E. 73 85,000 D 8.55 201 
264 4W.H. 93 60,000 D 7.05 245 
267 4W.H. 56 50,000 D 5.52 221 
750 4W.H. 303 60,000 D 5.52 184 
rt. Prailerse). secs) Gave St 
{ 57 2G.E. 800 18,000 §S 1.425 158 
170 2G.E. 67 20,000 S 1.495 149 
182 2G.E. 67 34,000 D 2.190 129 
City Railway... sce. .i-0. 226 2.G.E. 67 22,000 S 1.62 147 
282 2W.H. 306 34,600 D 2.84 164 
340 2G.E. 800 19,000 S$ 1.21 128 
452 2W.H. 306 32,800 D 2.39 146 
572 2W.H. 306 33,600 D 2.37 141 
271 4W.H. 56 60,000 D 6.06 202 
Dayton & Western........ 274 4W.H. 56 55,000 D 5.38 196 
280 4W.H. 93 60,000 D 5.55 185 
795 4GE. 240 60,000 D 3.91 131 
Trailers viens sicareoet qi ee Boe (sh) ene 
Daytonreceroy... .4.-.. |, 200 W 33 88,000 D 8.04 ..... 
\) 225 ely Wie 
Traaler iis. 5 tr), peas oe AN. 


All meters were calibrated before their installation 
on the cars and after being removed from the cars. 
No meter was found to have any appreciable error and 
hence no correction factor had to be used. 

At the conclusion of both the first and second week’s 
test, the period from Friday night until Monday night 
was used to transfer meters from the equipment on 
which tests had been completed to the next group of 
cars to be tested. All meters were so connected in 
circuit on the cars as to register only the energy con- 
sumed by the car motors and:compressors. Tests on all 
cars equipped with electric heaters were made with a 
direct-current rotating standard after the conclusion 
of the power tests. 

The figures for energy consumption per trip for any 
one car were very consistent, a result which is remark- 
able considering that the energy consumed per trip was 


COMPARISON OF COMPUTED AND METERED VALUES OF THE 
ENERGY CONSUMED IN THE CENTRAL POWER DISTRICT, 
DAYTON, OHIO 


Kw.-hr. Computed Kw.-hr. at Percentage Excess 

from Car Schedules Switchboard of Metered Over 

and Constants Meter Computed Value 
March, ‘[22iNaae-caece 113,321* 165,200 45.78 
April...nceeng een ere 161,745 181,900 12.46 
May 168,836 184,100 9.04 
June 168,030 178,500 6.24 
July . .cetie wy aes 117,602 131,900 12.16 
August: lucene: 151,317 153,133 1.20 
September. os ccmany huckees 142,617 148,900 4.4] 
October®.. ). 02. caren 151,437 166,900 10.21 
November: ici 1k ee 168,801 178,600 5.81 
December... 0. occa ene 174,941 205,825 17.75 
January, 1922. oe. ere 168,079 201,700 20.00 
February oc. shige eee 149,625 177,000 18.30 


* Based on old constants. 


very small, as low as 0.55 kw.-hr. The average energy 
consumption per trip for the different days of the week 
was also found to be consistent. A difference in the 
energy consumption of cars of similar types operating 
over the same line occurred at times. This may have 
been due to the difference in operation by the different 
motormen, or to varying conditions of equipment or to 
the use of unlike gear ratios. The variation between 
the operation by a good and poor motorman may be 
as high as 30 per-cent. The condition of equipment 
may algo account for a discrepancy in power consump- 
tion of from 20 to 30 per cent. Shorted fields, binding 
side bearings, nosing trucks, etc., have been found 
greatly to increase the power consumption of a car. 

-A comparison between the, computed and metered 
energy values is given in an accompanying table. Dur- 
ing the period from April, 1921, to February, 1922, the 
power house switchboard meter reading averaged 10.7 
per cent higher than the computed consumption of all 
the cars in the joint-operation area. In this difference 
are included the distribution losses, the energy used for 
car lighting and by service equipment and heaters. 
It will be noticed that during the winter months the 
heating load has caused an abnormal discrepancy be- 
tween the two values. When this additional use of 
current can be traced it is charged to the user, while 
the remainder is prorated among all ten companies. 

While the determination for billing purposes of the 
energy consumption constants to apply to cars oper- 
ating through the central district of Dayton was the 
definite purpose of this survey, some very interesting 
information was obtained as to the watt-hours per ton- 
mile for cars equipped with different types of motors. 
These figures, it must be remembered, cover operation 
in the downtown district where a stop is made at every 
corner and where speed is slow. 
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Rail Motor Buses Replace 
Interurban Cars 


. The Abandonment of Camp Funston in Kansas So Seriously 
Reduced Traffic that Electric Railway Operation Had 
to Be Discontinued—Some Details of the Buses 
Which Replaced the Cars 


PERATION of electric interurban cars on the Man- 

hattan City and Interurban Railway, connecting 
Manhattan and Fort Riley, Kan., has been discontinued 
_and four-wheel drive trucks substituted therefor. These 
trucks were purchased new from the factory and 
bodies seating thirty passengers built for this service. 
These are pictured herewith. Two of the rail buses are 
operated on the city line in Manhattan and two on the 
interurban line. In addition the company operates two 
buses of the same type equipped with pneumatic tires 
between Fort Riley and Junction City, which make con- 
nection with the rail buses. 

The chassis for each car weighs 7,200 lb. Some of the 

other features of the cars are as follows: 156-in. wheel- 

base; high-speed reverse gears which enable the cars 
to go as fast in reverse as they will go forward; loco- 
motive type “cow-catchers’’; electric starting and light- 
ing devices; heating systems which utilize the heat from 
the motor exhaust; entrance and exit near the front of 
the car, the door being operated by the driver. 

The two cars operating on the city lines average about 
95 miles each per day and 500 stops each per day, while 
the two cars in interurban service average 150 miles 
each per day and about 250 stops each. 

Both in the city and on the interurban line between 
Manhattan and Junction City, there are many steep 
grades and sharp curves in the tracks. At one place the 
cars travel up a 5 per cent grade which is 2,500 ft. 
long and another 34 per cent grade which is 4,000 ft. 
long. The curves encountered by these cars vary from 
less than 1 deg. up to a curve with only a 45-ft. radius. 


The Automatic Substation for 
D. C. Railroad Distribution 


This Is a Discussion on the Most Economical Size of Station and Equipment 
Where an Automatic Substation Is to Be Installed 


FEATURE of the annual conven- 
tion of the American Institute of 


of cost that go to make up the total 


RAIL Motor BUSES SUBSTITUTED FOR ELECTRIC CARS ON 
SHoRT KANSAS LINE 


Joseph T. West, president, explains briefly that the 
principal thing that caused the change in the plan of 
operation was the falling off of business on the inter- 
urban line after Camp Funston was abandoned. In 
addition, the cost of electrical energy was about 2.6 cents 
per kilowatt-hour measured on the alternating-current 
side, whereas the gasoline cost is just about one-third 
what the power bills were. Furthermore, the expense of 
keeping up three substations, the maintenance of the 
pole line and overhead construction are eliminated, as is 
also the salary of one engineer. Furthermore, the rail 
buses are operated with one man as against two on the 
interurban cars. Mr. West also comments that the cost 
of maintaining the trucks will not be as great as that of 
the electric cars displaced. 

Since the pictures reproduced herewith were taken, 
steel spoke wheels have been installed to replace the 
wooden wheels shown, and this is said to be a great im- 
provement. Later on, after further operating experi- 
ence has been had and cost data accumulated, it is ex- 
pected that a detailed article giving the operating com- 
parison between electric and present equipment will be 
published herein. 


The cost of distribution in large cities 
the size of Cleveland, Detroit or St. 
Louis, comprising the carrying charges 
on the feeder, the heating losses in the 
feeder and the carrying charges on the 
equipment necessary to supply these 
losses, is considerably in excess of 
$250,000 per year. It is apparent that 


Electrical Engineers, held at Niagara 
Falls June 26 to 30, was a paper on 
“The Economics of Direct Current 
Railway Distribution, with Particular 
Reference to the Automatic Substa- 
tion,” by L. P. Crecelius and V. B. 
Phillips, consulting engineers, Cleve- 
land, Ohio, and formerly connected with 
the Cleveland Railway. Their paper 
is given in full in the May issue of the 
Journal of the A. I. E. E., page 363. 

In a preliminary statement the au- 
thors said that. the comparatively recent 
development of the full automatic sub- 
station and also the automatic sub- 
station combined with remote control 
have served to reopen the entire sub- 
ject of economics of distribution. The 
great fluctuations in the prices of ma- 
terials and of labor have also made 
necessary a renewed study of this sub- 
ject. As the proper design of a dis- 
tribution system should represent the 
balance among all of the different items 


cost of power, any change in the rela- 
tive costs of materials as against labor 
or of a certain class of material as 
against another class of materials 
tends to upset such a balance. 

The Niagara Falls paper was pre- 
pared to determine, first, the relations 
that govern the size of feeders and the 
correct feeder layout for any given ar- 
rangement of substation, and, second. 
the principles underlying the correct 
location, size and type of substations, 
assuming the fullest development of 
automatic and semi-automatic control. 
There is involved also the question of 
stray current, the minimizing of 
which is certainly to be desired by elec- 
tric railways. The most effective 
method of accomplishing this is to in- 
crease the number of distributing 
points. If a large number of distrib- 
uting points is justified from an eco- 
nomic standpoint and an _ operating 
standpoint the problem of electrolysis 
may perhaps cease to exist. 


a careful study of this item, of course, 
will more than likely be justified by the 
savings that will result. 

There are not at present sufficient 
accurate data on cost and performance 
of automatic substation to make pos- 
sible a precise analysis of specific 
cases. In lieu of this, the authors of 
this paper endeavor to show limiting 
conditions and by example to illustrate 
the relation of the various determining 
factors to the final cost. 

As the paper is available in the 
A. I. E. E. Journal and in reprints 
available through the Institute office, 
it will not be abstracted here. How- 
ever, the conclusions of the authors 
may be briefly stated as follows: 

(a) The economically proper size of 
feeder where, as in cities, distributing 
distances are at most 3 or 4 miles, is 
such that the maximum voltage drops 
are too small ever to interfere with 
proper operation of cars. 
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(b) The economic justification of the 
automatic substation is a reduction in 
distribution costs. 

(c) In a city district in which there 
are wide fluctuations in loads and in 
which full automatic control is used, so 
that machines are started and stopped 
entirely by line voltage and load condi- 
tions, the average efficiency of the sub- 
station over a period of time may be 
reduced. by as much as ‘5 per cent 
largely because of the frequent start- 
ing and stopping of machines. It is 
believed that in large cities it will 
prove necessary to adopt some form of 


remote control in conjunction with au- 


tomatic control. 

(d) The principal limitations in the 
reduction of substation sizes by means 
of automatic and remote control are: 
(1) investment, (2) substation losses, 
(8) substation maintenance. 

(e) Inasmuch as even a small differ- 
ence in substation maintenance costs 
may be the deciding factor in a com- 
parison between two distribution lay- 
outs, the standardization of substation 
equipment, with the resultant econo- 
mies, is a matter of importance. 


DISCUSSION OF PAPER 


After the presentation of the paper 
motion pictures were used to show in 
detail certain sequences of operation 
which were under discussion. In the 
following discussion D. W. Roper, 
Commonwealth Edison ‘Company, Chi- 
cago, urged the railways, in their pres- 
ent position of financial ability, to re- 
habilitate and catch up with the times. 
He advocated, among other things, 
a plan to use as many automatic sub- 
stations, with the many resulting 
closely located feeding points, as pos- 
sible, in order to reduce electrolysis as 
well as to increase economy. 

W. E. Bryan, superintendent of 
power United Railways of St. Louis, 
read a carefully prepared discussion 
of the paper. He said that the auto- 
matic substation has interjected an im- 
portant element into the field of elec- 
tric railways, and engineers in this 
field must be prepared to take full ad- 
vantage of the new developments, in- 
volving some readjustment of previous 
ideas as to size of station, type of 
buildings, etc. Variation in local con- 
ditions, he said, makes general conclu- 
sions applicable to cities of a given 
size both difficult of determination and 
of doubtful value. A solution applica- 
ble to one locality may not be the best 
solution for another, because of large 
differences in the cost of land, availa- 
bility of conduits, etc. 

Another point is power supply. In 
St. Louis, for instance, the railway re- 
ceives its power from three sources. 
It purchases water power at 55 per 
cent load factor and steam power at 
40 per cent load factor, while it gener- 
ates power in its own plant at 14 per 
cent load factor. There are several 
direct-current feeders of admittedly 
poor design from a distribution stand- 
point which, nevertheless, considering’ 
the different costs of the several 
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sources of power, provide the best ar- 
rangement from an economic stand- 
point. 

Referring to the cost of distribution 
mentioned in the paper, Mr. Bryan 
stated that in St. Louis the annual 
cost of distribution is $425,000. The 
larger the distribution cost, the greater 
the possible saving which can be ef- 
fected by the use of an increased num- 
ber of substations. In other words, if, 
as the authors conclude, stations of 
3,000-kw. capacity are best adapted for 
cities where the annual distribution loss 
is $250,000 per year, it seems logical 
that if the distribution loss is con- 


‘siderably in excess of this figure a 


greater number of stations, and there- 
fore stations of smaller capacity, are 
justified. 

Of the factors entering into distribu- 
tion costs, the most important is that 
of fixed charges on investment neces- 
sary to supply peak load losses. If 
automatic substations, especially in 
congested districts, are properly ad- 
justed as to voltage, a very material 
saving in this item will result, due to 
the saving in distribution losses. 

In connection with the layout of sub- 
stations, the railway engineer is usually 
confronted with the necessity for tak- 
ing care of a given district, and the 
question is whether it shall be fed by 
one, two or perhaps four stations. In 
this connection it may be of interest 
to note that a comparison of a 2,000- 
kw., two-unit station and two 1,000-kw. 
stations for St. Louis resulted in show- 
ing investment costs of $38.25 per kilo- 
watt for the former and $39.75 for the 
latter. The cost of the control equip- 
ment for the two-unit substation is 
slightly higher than the cost for two 
single-unit stations, due to the neces- 
sary additional control devices. This 
difference is more than offset, however, 
by the increased cost of land and build- 
ings for the single-unit stations. The 
maximum advantage of automatic sta- 
tions can only be obtained where land 
and building costs are held to a mini- 
mum. Automatic equipment lends it- 
self to simple and inexpensive types of 
building. 

Referring to the lower efficiency 
which the authors of the paper state 
is to be expected with automatic sub- 
stations, making some kind of remote 
control advisable, Mr. Bryan said that 
this conclusion is evidently based on the 
efficiency curves of a 60-cycle con- 
verter, which constitutes a minor por- 
tion of those in use on railway sys- 
tems. The situation is different with 
the 25-cycle converter. In St. Louis 
the five new automatic substations re- 
cently purchased are laid out to carry 
approximately 125 per cent of rating 
for the maximum half hour, which 
would result in an average load of 
about two-thirds of rating. The relays 
will be set so that the station will run 
practically continuously for sixteen to 
eighteen hours per day, the slight loss 
in station efficiency at the lighter loads 
being more than offset by the saving in 
distribution losses. The stations and 


feeders are so designed that if ona 


station is out of service the overload ; 


on adjacent stations would not reach 
the danger point, nor will the distribu- 


tion voltage be seriously affected by | 


the redistribution of current. 


As to the authors’ conclusions that. | 


in cities such as Cleveland it is doubt- 
ful if the capacity of substations can 
be profitably reduced below 3,000 kw., 
Mr. Bryan cited the following: In St. 
Louis it was desired to reduce the 


load on a 4,000-kw. substation feeding 


principally the heart of the downtown 
section. It: was decided to move two 
2,000-kw. interpole rotaries from their 
locations in existing stations into the 
downtown district fed by the 12,000-kw. 
station. Three alternatives for the use 
of this equipment presented themselves: 
(1) A single 4,000-kw. station man- 
ually operated; (2) a single 4,000-kw. 
station automatically operated; (3) 
two 2,000-kw. stations automatically 
operated, spaced approximately 4,500 
ft. apart. The following figures repre- 


| 
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sent the annual ‘cost, based on the in- j 


vestment necessary for additional 
equipment, land, buildings, transmis- 
sion cables, distribution cables, to- 
gether with allowances for distribution 
losses: . 


4,000-kw. station manually operated $14,250 


4,000-kw. station automatically 
operated. ciksia ie: tel aa ee 13,800 
Two 2,000-kw. station automati- 
cally operated 22). hale ee Sat te. 3 13,000 


The last named arrangement was de- 
cided upon, and Mr. Bryan felt that 
for cities similar to St. Louis the 
3,000-kw. station is not the minimum 
size justifiable. Furthermore, if auto- 
matic substations of 2,000-kw. capacity 
can be justified in a congested down- 
town ,district where the feeding dis- 
tances are comparatively short, in dis- 
tricts outside the downtown areas, 


“where conditions more nearly approach 


interurban, the automatic substation 
of, say, 1,000-kw. capacity finds a use- 
ful field. 

It is not contended that in areas like 
the loop district of Chicago, where con- 
centration vf load is extremely heavy, 
the automatically controlled equipment 
will be found advisable. 

Taking up the last conclusion of the 
authors (e), Mr. Bryan said that this 
is open to the objection that if units 
of one size are used exclusively, the 
maximum distribution economies can- 
not be obtained. It would seem that 
for a city the size of St. Louis 1,000-kw. 
units would be best for general use, 
with 2,000-kw. units for the downtown 
districts and other points of heavy load 
concentration and, say, 500-kw. units 
for use at outlying points and on in- 
terurban lines. Such a plan would not 
materially increase the necessary stock 
of spare parts, since many items of the 
control equipment are the same for 
various sizes of units. 

Standard control layout has material 
advantages, but it has also commercial 
disadvantages. Changes of a more or 
less radical nature are bound to occur 
also in automatic control equipment as 
the art develops. 
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C. EK. R. A. Has New Experience 


-Summer Convention on Board Ship Beset with Navigation Delays but Cruise Greatly Enjoyed Never- 
theless—Manufacturers Have Their Inning in Business Sessions with Papers on the Motor 
Bus, Energy-Saving Devices, Bearing Metals, Gears, Light-Weight Cars and 
Ventilation—Papers Also on Weekly Pass and Freight Development 


ONTRARY to the precedents fur- 

nished by all previous boat trips 

of the Central Electric Railway 
Association, the six-day cruise on Lakes 
Michigan, Huron and Erie last week 
was given new variety by a brief ex- 
perience each with rough seas, cold 
winds and rain, fog and a sand bar. A 
missing buoy light in Lake Erie was re- 
sponsible for the S.S. South American 
getting off the course and on a sand bar. 
Having feared he was off the course, 
the captain had slowed down so that 
the ship was barely moving when it 
went aground and no damage was done. 
Nevertheless, all manner of maneuver- 
ing failed to free the ship, a curious 
circumstance being that from 19 to 24 
ft. of water was sounded all around the 
boat, which draws only 15 ft. Ap- 
parently the boat was grounded amid- 
ships on a high shoal or other obstruc- 
tion in the channel. After being stuck 
fast in this position for about six hours 
the boat floated off with the shifting 
of the wind to an easterly direction, 


‘which raised the level of the water. 


Another delay of about four hours 
was caused by a dense fog, which set- 
tled down while the South American 
was passing north through the St. Clair 
flats. All ships had to drop anchor 
until the fog lifted on account of the 
very heavy tonnage that navigates this 
narrow and winding course. The com- 
bined delays made it necessary to omit 
the stops planned at Charlevoix and 
Traverse City, Mich. But despite the 
several unscheduled events, the cruise 
was a happy party as usual, and every- 
one seemed to enjoy the trip and asso- 
ciations, the meetings and the enter- 
tainments. 

As usual, much of the entertainment 


- during the cruise was furnished by tal- 


ent in the party under the direction of 
the committee on arrangements, James 
H. Drew, president Drew Electric & 
Manufacturing ‘Company, Cleveland, 


' Ohio, giving particular attention to this 


feature. A unique attraction was a 
“1952” meeting of the C.E.R.A. enacted 
by the Rotarians on board, in charge 
of John C. Schade, general manager 
Winona Interurban Railway, Warsaw, 
Ind. The committee reports read at 
this entertainment indicated phenom- 
enal developments in the transportation 
world during the thirty-year interval 
which had elapsed since 1922. 

Dancing on the sun deck was a pop- 
ular feature of the entertainment. The 
“Central Daily Spray,” published by 
Electric Railway Journal and delivered 
at the breakfast table each morning, 
recorded the lighter happenings and 
“scandals” of the care-free party. It 
was a much appreciated part of the 
general merriment. 


, 


The technical sessions were held in 
the saloon of the boat and were well at- 
tended. Abstracts of most of the 
papers presented are published in this 
issue. Others will be printed next 
week. An account of the meetings fol- 
lows: 


AN ANCIENT Bus LAw In OHIO 


Following the presentation of the 
paper on “Auto Transportation” by 
Zenas W. Carter, White Company, T. 
A. Ferneding, general manager Dayton, 
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CHART SHOWING EFFECT OF WEEKLY PASS 
ON Fort WAYNE (IND.) Ciry LINES 
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Springfield & Xenia Southern Railway, 
Dayton, Ohio, said that his company is 
experiencing sévere and destructive 
competition from a bus paralleling its 
interurban route between Dayton and 
Xenia. The motor company is running 
three high-class buses, which are able 
to make the run in ten minutes less 
time than the interurbans. An annual 
tax of $24 per vehicle is all the bus 
operator is required to pay. Reeently 
an old statute has been found which 
states that a bus line operating in com- 
petition with an electric railway can be 
ordered by the commission to cease run- 
ning provided its service is being con- 
ducted at a loss to the operator. A 
check of the number of passengers rid- 


ing in the buses indicated that in spite 
of the low taxes the business was not 
showing a profit. On this basis the 
commission has been petitioned by the 
railway to have the bus company sub- 
mit its figures and show whether or 
not operation is being conducted in a 
profitable and commercial way. If the 
operating figures submitted to and ap- 
proved by the commission show a deficit 
it will have to refuse permission for the 
buses to furnish its competitive trans- 
portation service. 


THE WEEKLY PASS IN ForT WAYNE 


In presenting the results of the week- 
ly, unlimited-ride, transferable pass, S. 
W. Greenland, vice-president and gen- 
eral manager Indiana Service Corpora- 
tion, Fort Wayne, Ind., said that the 
plan was introduced with the week be- 
ginning Feb. 27, 1922, when 2,967 
passes were sold: The company has 
the second highest fare in the state of 
Indiana, namely, 7-cent cash and a 63- 
cent ticket rate, and 90 per cent of the 
passengers used the lower ticket rate. 

That the pass worked out on the city 
lines of Fort Wayne as it has in other 
places is shown by the accompanying 
chart of weekly earnings and riding. It 
will be noticed that although the weekly 
earnings were consistently lower for the 
first two months of 1922 than for the 
corresponding period last year, almost 
every week has shown an increase since 
the passes were put on sale. An analysis 
of the figures shows that a 2 per cent 
decrease in riding has been converted 
into nearly a 9 per cent increase with 
but slightly more car-miles. The num- 
ber of revenue passengers includes 
those riding on passes, the assumption 
being that pass holders take twenty 
rides per week. 

Even if the number of car-miles had 
to be increased slightly, Mr. Greenland 
said the pass is an excellent fare 
scheme provided the extra seats fur- 
nished do not cut down the net below 
the earning requirements. It is a real 
merchandising idea that has appealed 
to the public and has helped both the 
people and the company by largely 
eliminating the fare collection trans- 
action. 

Because of this feature alone the 
pass has speeded loading and done away 
with the argument between the con- 
ductor and riders who try to present 
worthless transfers. Mr. Greenland 
also brought out the point that the pass 
is such an attractive proposition to au- 
tomobile owners who are required, on 
driving into town, to park their cars 
four or five blocks from their place of 
business that many of them now prefer 
to take the street cars. As the down- 
town business centers of our cities be- 
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come more congested, this is a class of 
riders who will be regained. 

There are many interesting and 
humorous sidelights in the way a few 
people will attempt to beat the game. 
While there is only “one in every office,” 
there are many varieties in every town. 
For instance, each pass is punched as 
it is sold because clerks in the stores 
where the passes were on sale acquired 
the habit of using them and then re- 
turning them to the company at the 
end of the week. Others consider a pass 
as an investment which can earn a 
reasonable return besides amortizing it- 
self when rented for 5 cents a ride. On 
the other hand it was reported that one 
gentlemen was too wise to kill the goose 
that laid the golden egg. The pass sys- 
tem, in his estimation, was too good to 
last and consequently he did his bit to 
make it last by paying cash fares for 
all rides over twenty. 

In the connection of abuses of the 
pass, J. B. Stewart, Jr., general man- 
ager Youngstown (Ohio) Municipal 
Railway, remarked that the practice of 
making “two passes grow where one 
grew before” became prevalent enough 
with the heavy pasteboard type of pass 
that could be split that his company 
is now using thin protectograph paper. 
By having the printing done out of 
town there was less danger that the 
printer would sell a few “over-runs’”’ at 
a reduced price. Because of numerous 
complaints that the new thin paper 
passes were too frail, a pocket case with 
a celluloid face is given away with 
every pass. The back of these cases 
carried the advertisement of a local 
bank, which bore the total cost of their 
production. The popularity of the pass 
holder was such that during the first 
week they were distributed the sale of 
the passes themselves showed almost a 
10 per cent increase over the sales of 
the previous week. 

Mr. Stewart also showed samples of 
the advertising copy which has been 
used in the Youngstown newspapers 
and for car cards. Some typical speci- 
mens of the “personified pass” copy ap- 
peared on page 13 of the issue of this 
paper for July 1, together with facts 
that show how worth-while and ef- 
fective this publicity has been. Mr. 
Stewart said that now 30 per cent of 
the company’s revenue comes from pass 
riders who comprise 44 per cent of the 
total passengers. The Youngstown 
Municipal Railway registers the num- 
ber of rides taken by pass holders. 


DEVELOPMENT OF FREIGHT 


After the reading of Bert Weedon’s 
paper on the Development of Interur- 
ban Freight, Harry Reid, president In- 
terstate Public Service Company, In- 
dianapolis, Ind., called attention to the 
fact that the faith in the future of the 
electric freight business, which was the 
prevailing note of Mr. Weedon’s talk, 
was based on a successful campaign 
and therefore should carry a great deal 
of weight. Mr. Reid said that when 
Mr. Weedon undertook to increase the 
percentage of the Interstate Public 


Service Company’s revenue from 
freight haulage six years ago, the earn- 
ings from this source were 6 per cent 
of the gross and that now under his 
régime they have been increased to 45 
per cent. 


WHAT A KNOWLEDGE OF ENERGY 
CONSUMPTION OPENS UP 


Even though Mr. Miller’s paper on 
energy saving devices contained the re- 
sults of seven properties using the 
Economy meter on their cars, Harry 
Nicholl, general manager Union Trac- 
tion Company of Indiana, Anderson, 
Ind., told of several very important 
operating economies that none of the 
others had reported. One of the more 
important of these was that accurate 
data on the kilowatt-hour consumption 
per car mile had enabled the operating 
department to redistribute the various 
types of equipment according to the 
kind of service and the characteristics 
of the route and power supply. In other 
words, for a given set of route, traffic 
and power conditions a car with a cer- 
tain size of motor and a certain gear 
ratio will be the most economical to 
operate. Likewise this information has 
been used to determine the actual cost 
of power used by freight motor cars 
with different numbers of trailers. In 
regard to the over all saving which the 
meters have largely. made possible, Mr. 
Nicholl said that a 14 per cent reduc- 
tion in the amount of coal consumed 
had been effected. Besides, a very 
marked reduction in the cost of mainte- 
nance of electrical equipment had re- 
sulted both because of the better treat- 
ment the cars had received and on 
account of the inspection of rolling stock 
on the dial inspection basis, a system 
that is well liked by the maintenance 
department. Another important point 
Mr. Nicholl mentioned was that there 
had been absolutely no increase in-the 
number of accidents even though the 
motormen must give additional atten- 
tion to the economical handling of their 
cars. The advantages mentioned are 
based on over two years operation with 
meters installed on about 130 cars. Mr. 
Nicholl added that complaints had 
ceased about loose brakes and fre- 
quently it is difficult to adjust them 
loose enough to suit the men. 


FRARY BEARINGS ON LEXINGTON CARS 


The only discussion on H. H. Buck- 
man’s paper on “Car Bearings” was that 
offered by W. G. Stuck, master me- 
chanic Kentucky Traction & Terminal 
Company, Lexington, Ky., who said 
that Frary metal motor, axle and 
journal bearings are being used on all 
ten of the company’s new 25,000-Ib. in- 
terurban cars. No hot boxes of any 
sort have occurred since the cars were 
placed in operation during the latter 
part of February, 1922. Each car, 
which is operated 7,200 miles per 
month, is lubricated every forty-five 
days. For May the cost of lubrication 
was 38.41 cents per 1,000 car-miles. The 
journals of these light-weight cars are 
fitted with 33 x 6-in. bearings, which 


have a rubbing speed of 221 ft. per 


minute for the schedule speed of 20.8 | 


m.p.h. 
NEW PINION SAVES SCRAPPING OF GEARS 


In addition to the able paper on new | 


tooth shapes for pinions, E. 8. Sawtelle, 
assistant general manager Tool Steel 
Gear & Pinion Company, Cincinnati, 
Ohic, mentioned the results that are 
being obtained by several railways with 
the new “wisdom” tooth pinion recently 
brought out by his company. In answer 
to a questionnaire, one property claims 
that for the short time the new type 
of pinion has been in service it has 
shown slightly less wear than the regu- 
lar long addendum design. Even though 
one tooth has been dropped from the 
wisdom pinion to obtain the heavier 
base, the slight increase in the gear 
ratio has not affected the schedule 
speed. However, in another case of a 
motor car pulling a trailer, the increase 
in tractive effort was noticeable. A 
good instance of the possibilities of this 
new type of pinion, Mr. Sawtelle said, 
was how its advent had prevented one 


electric railway from scrapping $14,000- 


worth of new 143-deg. tooth gears be- 
cause of excessive pinion breakage. It 
was the intention of that company to 
re-equip all motors and axles with gears 
and pinions having the long and short 
addendum tooth. However, by the mat- 
ing of all the gears already in stock 
with the heavy-base wisdom tooth 
pinion, the change to a new type of 
gearing has been avoided and the gears 
in stock can be worn out instead of 
thrown out. 

A representative of the R. D. Nuttall 
Company was inclined to disagree with 
Mr. Sawtelle on the point that the 
change. in speed from employing a 
higher gear ratio was not a rather 


serious drawback to the wisdom tooth 


pinion. He claimed also that an unde- 
sirable condition has been established 
by dropping one tooth from the pinion 
because its addendum is increased and 
that of the gear shortened with the ef- 
fect. that the point of contact is moved 
away- from’ the zone of pure rolling 
contact. 

W. G. Carey, General Electric Com- 
pany, claimed that by concentrating the 
stretch during shrinking of a pinion 
having a lesser number of narrower 
spaces than the long addendum pinion, 
a danger of exceeding the strength of 
the material has been introduced and 
breakage would result. 


Discussion ON LIGHT-WEIGHT CARS 


Commenting on F. E. Wynne’s paper 
about light-weight interurban cars, J. 
C. Thirlwall, General Electric Com- 
pany, presented figures by which he 
showed that a saving of $8,000 per car 
could be effected with the replacement of 
heavy interurban equipment with mod- 
ern light-weight rolling-stock weighing 
about. 60,000 lb. Mr. Thirlwall took 
present investment figures and operat- 
ing costs from the statistics compiled 
for seventy-seven interurban lines by 
the American Electric Railway Asso- 


ly 
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ciation. The allocation of the possible 
savings per car as. given were as fol- 
lows: ; 


Eee ol sc0) nyo be 00 8 aie bis isles $1,300 
SS 500 
Meeaer Copper. ..... aa 800 
CAS): 700 
MET EIUISE ie ec ee kt Sees 2,000 
WOES Gh nc Pee RO noo 3,000 
$8,300 


What the light-weight car has done 
for the Kentucky Traction Terminal 
Company was told by W. G. Stuck, who 
said that the revenue of the interurban 
lines of that company had increased 12 
per cent and the riding 30 per cent 
since the introduction of the more at- 
tractive and lighter equipment. The 
successful outcome in Lexington shows 
how perfectly possible it is for the pub- 
lic to be pleased with better and more 
frequent service while the company is 
enjoying a larger income and decreased 
operating expenses. 


ENGINEERING COUNCIL DIRECTORS 
REPORT 


Each of the sections of the Engineer- 
ing Council, except the southern sec: 
tion, has held two meetings since the 
council was organized in the summer 
of 1921. The reports of the directors 
of the eastern, northern and western 
sections indicate that the formation 
and organization of the council was a 
wise move. In his remarks on the ac- 
tivities of the eastern section, Mr. 
See points out that most engineers are 
too busy following the endless details 
of their own property to have time for 
visiting and following the developments 
of other roads. It was to enable the 
operators to broaden their scope and 
learn the latest practices in the in- 
dustry that the council was formed and 
in this direction it is attaining success. 
E. B. Gunn, chairman of the northern 
section, feels that one of the best fea- 
tures of the Engineering Council is 
that every man present knows that he 
has the freedom of expressing his ideas 
in his every day language. In regard 
to the attendance at the meetings, both 
Mr. Gunn and Mr. Schlesinger believe 
that the officials of the companies can 
give still further co-operation by mak- 
ing it easier for their men to be present. 
A. Schlesinger, chairman of the west- 
ern section, then outlined the proposals 
that were made at a meeting of the 
directors of the Engineering Council 
some time ago. The council is to under- 
take the preparation of certain stand- 
ards useful to the association, and a 
plan is now under consideration to 
study existing specifications adopted or 
recommended by the American Electric 
Railway Engineering Association. Itis 
the intention that committees be ap- 
pointed by each of the four councils and 
after a thorough study of the various 
specifications, recommend to the Cen- 
tral Electric Railway Association 
through the Engineering Council the 
adoption of such standards and speci- 
fications as in their judgment are sat- 
isfactory. Any suggestions will, of 
course, be referred to the proper com- 


mittees of the American Association for 
their consideration. 


SECRETARY’S REPORT AND BUSINESS 
SESSION 


Secretary L. E. Earlywine submitted 
his report, in which he commented on 
the various activities of the association. 
The traffic association has held three 
meetings since the beginning of the 
year and during that time thirty-seven 
excursion tariffs have been issued, 
making a total of sixty tariffs issued 
during the past year. The application 
to compile a master tariff to cover ex- 
cursion movements was declined by the 
Interstate Commerce Commission. The 
traffic association has authorized the 
reissuing of the present storage tariff 
to conform to the rules and charges in 
effect on the steam railroads and the 
issuing of a supplement to the baggage 
tariff correcting transfer charges. The 
committee on prevention of freight 
claims is compiling monthly statements 
from member companies of loss and 


AT 


damage claims. The committee on the 
official interurban map has been au- 
thorized to revise the map plates. 

The Accountants’ Association has 
adopted a uniform interline waybill, 
which has been put into practice by a 
number of member companies. 

A special committee appointed by the 
president consisting of A. Schlesinger 
and C. L. Henry has been conducting 
extensive work concerning rules and 
principles for safety and inductive co- 
ordination and has appeared on three 
occasions before the Public Service 
Commission of Indiana. 

At the final meeting of the associa- 
tion on Friday morning resolutions on 
the death of George L. Radcliffe and 
Walter Hinman were passed, also one 
thanking the Chicago, Duluth & 
Georgian Bay Transit Company for the 
excellent service provided on the cruise. 

The executive committee made a 
tentative suggestion that the annual 
meeting in January be held in Louis- 
ville. 


Metals for Car and Power House Bearings* 


Some of the Essential Characteristics of a Satisfactory Bearing Metal Are Given 
and the Advantages of Using a Lead Base Metal Are Discussed 


By H. H. Buckman 
Special Railway Representative United Lead Company, 
Frary Metal Division 


FIND that nearly 64 per cent of 

equipment failures, causing train de- 
lays and annulments, are due to bear- 
ing failures. What portion. of the bear- 
ing failures are due to _ lubricant 
failure I have been unable to ascertain. 
Fighting hot boxes with oil instead of 
analyzing the cause of the hot box 
runs .up the lubrication cost of rail- 
road operation, and high lubrication 
costs are found on railroads most 
troubled with hot boxes. 

It is somewhat surprising to know 
the number of railways that purchase 
their bearings without knowing the 


nature or metal contents of them. 
Price seems to be the governing 
factor. I do not know of a more im- 


portant subject than this for close co- 
operation between a purchasing agent 
and the master mechanic or superin- 
tendent of equipment. i 

Engineers, chemists and  metal- 
lurgists have always endeavored to in- 
corporate as high a percentage of lead 
as possible in babbitt metals, thereby 
increasing its anti-frictional qualities 
and at the same time lowering the cost. 
As the matter stands today, users of 
babbitt metal seem divided as to a 
standard formula as between a tin 
base or a lead base alloy. 

The American Society for Testing 
Materials made an attempt to settle 
this subject by tabulating several alloys 
of lead base and tin base metals, but I 
feel safe in saying that bearing metals 
are as numerous and varied today as 
ever before and the consumer is still 
meeting his individual requirements by 
actual service tests. This is not as 


*Apbstract of paper presented before the 
Central Electric Railway Association, June 
25-30, on board S.S. South American. 


easy as those unfamiliar with bearing 
problems would suppose. 

In the first place, the operator must 
determine the following factors: 
Tensile strength, compression strength, 
hardness, melting point, specific 
gravity, elongation and, most impor- 
tant, select a metal with the highest 
anti-frictional quality. It would be an 
endless task to try out by actual serv- 
ice tests all the different makes and 
grades of bearing metals, so before 
conducting service tests, the con- 
sumer carefully tabulates from his own 
laboratory tests the necessary qualifica- 
tions to meet his requirements, or has 
these tests conducted by a local metal- 
lurgist or he secures this information 
from the manufacturer, except one and 
the most important point, the coeffi- 
cient of friction. This he cannot 
secure from any one and he is com- 
pelled to draw his own conclusions 
because no machine has as yet been 
perfected that will give accurately the 
coefficient of friction under all condi- 
tions. So much depends upon actual 
conditions that figures thus far ob- 
tained are of little value. These con- 
ditions may be variation in load, in 
speed, in lubrication, and figures ob- 
tained on one test cannot be applied to 
another. 

There are two specific services to be 
borne in mind when selecting bearings 
—one is heavy pressure at slow speed, 
the other is light pressure at high 
speed. Primarily, the object of a bear- 
ing is to reduce friction as much as 
possible, to prevent as far as possible 
wear on the shafts and axles and to 
provide quick means at as low cost as 
possible for taking up lost motion due 
to wear. Practically, the same mate- 


48 


ELECTRIC RAILWAY JOURNAL 


rials are used in bearings today as 
were used in bearings in 1839 by Isaac 
Babbitt, showing very little improve- 
‘ment, and on first thought one would 
wonder how bearings have kept up 
with the wonderful progress in in- 
creased speed and weights. The answer 
is, better designed bearings and better 
methods of applying them, together 
with improvement in lubricants and 
methods in lubrication. Most credit I 
believe is due to the latter to meet the 
increased speeds and weights; for in- 
stance, we could not expect to operate 
at the increased speeds and weights of 
today with the same lubricants as were 
used in the time of Isaac Babbitt in 
1839, which were principally tallow 
grease. 

The improvement in lubricants has 
“been such that it is possible to use a 
bearing that has no anti-frictional 
qualities at all and little trouble would 
be experienced from hot boxes in cer- 
tain light service. The writer recently 
visited a railway that uses cast iron 
motor and journal bearings without 
lining or even tinning. It simply ma- 
chines, polishes and places in service. 
It experiences very few hot bearings, 
which proves that a bearing of no anti- 
frictional qualities at all can be 
operated in some instances without 
running hot. It also shows that one 
may operate with a very poor grade of 
bearings without hot boxes, but while 
he is escaping trouble in hot boxes he 
most certainly is encountering trouble 
of a more serious nature, but not so 
readily noticed in the form of high 
operating costs, due to excess lubrica- 
tion, fast wear of shafts and axles 
and high power consumption. There- 
fore, it is necessary to give the bear- 
ing subject more thought and attention 
than merely eliminating hot boxes. 


ADVANTAGES OF LEAD 


Lead, being a greasy, anti-frictional 
metal, naturally has the highest anti- 
frictional qualities, and the more lead 
used in a bearing metal the more valu- 
able it becomes as an_ anti-frictional 
bearing. A skip of lubricants for a 
few seconds with a tin base metal will 
often permit the tin to seize the shaft, 
with damage resulting to both the 
bearing and the shaft. This is easily 
understood when a comparison is made 
of the melting temperatures. Genuine 
babbitt melts at 460 deg. F. and lead at 
621 deg. F. Complete liquefaction point 
of genuine babbitt is 683 deg. i'., while 
that of lead is 800 deg. F. 

The question is frequently advanced 
as to why a relined bearing does not 
last as long as the original lining. The 
answer is that it is due to poor bond- 
ing. Very rarely is a bonding on a re- 
lined bearing more than 75 per cent 
efficient and it is very often as low as 
30 per cent, the reason being that it is 
impossible to get a 100 per cent job 
of tinning on a used bearings due to 
the oil that remains in the brass; 
though the bearing be boiled, subjected 
to baking processes at high tempera- 
tures, pickled, etc., some oil is always 
present, which prevents perfect bond- 


ing, even though a good job of bonding 
is secured. Very often a lined bearing 
also fails because at elevated tempera- 
tures the tin in the bonding softens and 
undermines the lining. 


KEEPING BEARINGS TIGHT 


Keeping armature and motor axle 
bearings tight in the motor casings is 
extremely important and is often 
neglected. A loose bearing not only 
destroys itself but assists greatly in 
destroying the entire motor. A _ bear- 
ing that is loose in the casing produces 
faster wear on the inside of the bear- 
ing than a bearing which is kept tight. 
The dowel pin was never intended to do 
all the holding of a bearing; its pur- 
pose was that it should be a guide, and 
a clamping fit in the casing was in- 
tended to hold it. However, to keep 
bearings tight in a casing is easier said 
than done. Several methods are now 
used to eliminate the dowel pin trouble, 
ene of the most promising methods be- 


ing to cast extended side lugs on the 
lower half of the bearing and cutting 
or grinding out suitable recesses in the 
bearing caps, thereby allowing the ex- 
tended side lugs to come in contact 
with the upper section of the motor, 
and which practically eliminates all 


Vol. 60, No. 2 


" 
‘ 


: 


chances of the bearing turning over or © 


moving. This scheme can only be used 
where bearings are cast to size, elim- 
inating machining. 

When the fiange of the journal wears 
back into the bearing it is a mistaken 
idea that it can be corrected by filling 
the recesses with babbitt at the time of 
relining the bearing. The babbitt takes 
care of it but a short time, in some 
cases only two or three days, where 
trail cars are pulled around short 
radius curves. This you can readily 
understand when you consider that 
some recent tests showed end thrusts on 
a 4% x 8-in. M.C.B. journal bearing 
amounting to more than 10,000 lb. at 
certain intervals. 


Develop the Freight Business !* 


Freight Haulage Holds Great Potentialities for Interurbans to Increase Revenue- 
Provided Adequate Traffie Organizations Are Developed— 
Very Important to Know Actual Costs 


By BERT WEEDON 
Traffic Manager Interstate Public Service Company, Indianapolis, Ind. 


HE development of interurban 

freight business is more important 
today than ever before. The shrink- 
age in passenger earnings, the most 
important element of our earning 
power, is a serious matter. Much of 
this loss in revenue will never be over- 
come by the increase in passenger 
traffic and we must look elsewhere for 
earnings to fill up this gap. A general 
survey of the situation will disclose 
the fact that the development of inter- 
urban freight haulage can and will 
more than offset this loss. : 

Due to the fact that many miles of 
electric railways were built as pas- 
senger carriers, and for many years 
have been operated as such without 
regard to the important feature of 
carrying freight, many have been led 
to believe there was no profit in 
freight haulage. Many honestly be- 
lieve yet that carrying freight on elec- 
tric railways is a necessary evil and 
that we tolerate it becuse the various 
commissions require us to. 

How many know anything about our 
freight business except the gross fig- 
ures? Do we know the cost per ton- 
mile of operation? Do we know the 
gross revenue per ton-mile? Do we 
know what our actual investment is 
in freight equipment, including freight 
stations, cars and other facilities? In 
other words, do we know our actual 
investment in all equipment used and 
useful in the freight department? In 
fact, have we given the subject the 
consideration to which it is entitled? 

There may be a few isolated cases 
where this question can be answered 
in the affirmative, but in the majority 


*Abstract of paper presented before the 
Central Electric Railway Association, June 
25-30, on board S. S. South American. 


of cases we must admit we have failed 
to develop this phase of the industry. 
How many of us realized as early as 
1914 or 1915 that in time we must rely 
on our freight department for a much 
larger portion of our income? A gen- 
eral education campaign directed to- 
ward the public as well as toward our 
own organizations to demonstrate our 
ability to perform freight transporta- 
tion service is absolutely necessary. 
Also a system of accounting must be 
devised so that we can determine ac- 


-eurately the cost of handling freight 


and the return therefrom. Essential 
also: is an aggressive, vigorous traffic 
department that will carry on a con- 
tinuous campaign of solicitation 365. 
days a year and twenty-four hours a 
day. In other words, go after this 
business and keep after it, and then 
keep after it some more. Next, a 
transportation department must be de- 
veloped that ‘will educate itself to that 
point where it can furnish a service 
pleasing to the public and one that 
will also be economical in cost. 

In a general way, conditions in our 
territories are very much alike, al- 
though there are certain local condi- 
tions in the various localities that. 
require special attention and special 
treatment, such as: i 

1. A close industrial survey of the: 
various communities in which we oper- 
ate. 

2. Finding out the location of the 
industries relative to our rails, as well 
as the possibility of placing of indus- 
trial switches to insure carload busi- 
ness, which is the most important 
phase of freight hauling and the one 
in which there is perhaps the greatest. 
net. p 

3. A careful survey of the rural com— 
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munities, ascertaining their service 
needs and showing a general interest 
in the development of these commu- 
nities. 

4. A wideawake industrial depart- 
ment, which will assist civic organiza- 
tions in locating industries on electric 
railway lines or where they can be 
reached with an industrial switch. 

With all of this development under 
way, let us direct our attention to the 
motive power, box cars, flat cars, 
gondolas and freight houses, tracks 
and other necessary equipment. We 
must be in condition to handle the 
business offered. Many of us expect 
our traffie departments to develop busi- 
ness, and then we are embarrassed by 
having neither proper service nor the 
equipment with which to handle it. It 
must be remembered that in order to 
furnish proper service we must have 
a surplus of equipment to meet emer- 
gencies at all times. Shippers must 
be educated to the fact that we can 
handle promptly all business offered. 

A comprehensive system of account- 
ing by which we may determine ac- 
curately the cost of operation; close 
attention to the freight claim depart- 
ment, requiring systematic attention 
to overs, shorts’ and damages, and 
prompt adjustment of claims are all 
necessary to the proper handling of a 


successful freight department. Freight 


agents, freight trainmen, in fact all - 


departments having direct or indirect 
contact with the freight department, 
should be called in regular meetings, 
held at stated periods, for discussion of 
the problems of this department. 
Where will we find the money to 
finance all the necessary equipment? 
If the average business man goes to 
his bank to borrow money for financ- 
ing a purchase of merchandise and the 
banker should say, “Mr. Merchant, 
what will this merchandise cost, and 
have you a ready market?” Mr. 
Merchant answers with the figure of 
cost, and an evasive answer as to the 
market, and is again asked by the 
banker: “What will this merchandise 
net you?”. Mr. Merchant is unable to 
answer the question, as. he has not kept 


_ operating costs in such manner as to 


be able to give his banker a definite 
answer. Will he get the loan? 

Most of us are in very much this 
position. Put your freight business 
on a basis that you may determine 
definitely what it is doing and you 
will have no trouble in financing the 
necessary equipment to show a good 
return. The reason that there are 
still many who do not believe in 
freight business on electric railways 
is that no systematic development has 
been started that we might determine 
its possibilities. There are, however, 
a venturesome few who have developed 
their freight departments. They know 
a splendid return awaits the effort to 
render freight service that meets the 
shippers’ approval. Co-ordination of 
traffic and transportation departments, 
with the co-operation of other depart- 
ments, will do much to develop black 
figures on your balance sheets. 
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How Light-Weight Cars Improve 
Interurban Earnings* 


Weight Analysis of Cars Is Given and the Savings that May Be Effected Are 
Detailed—Suggestions Made for Standardizing Designs 
of the Lighter Cars 


By F. E. WYNNE 
, Manager Railway Equipment Engineering 
Westinghouse Electric & Manufacturing Company, East Pittsburgh, Pa. 


UMEROUS ways of improving the 

financial situation of the inter- 
urbans have been suggested, such as 
broader publicity, general ownership of 
railway securities in the communities 
served, special service for frequent 
travelers and large shippers, the inten- 
sive development of freight traffic, the 
installation of automatic substations 
and the more extensive operation of 
one-man Cars. 

Lighter weight cars may be used to 
secure improvement by any one or all 
of these means, but the maximum bene- 
fit in one direction is not necessarily 
20, 
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DATA ON WEIGHTS OF INTERURBAN CARS 
DURING LAST FOURTEEN YEARS 


coincident with securing the greatest 
all-round return. Such cars will de- 
crease operating expenses directly per 
car-mile by reducing energy consump- 
tion, by decreasing the wear and tear 
on the track and by lowering the. cost 
of maintenance, provided their design 
and construction are adequate. The 
greatest direct saving will accrue 
where the new cars are used to give 
only the same service as that previ- 
ously given by the heavier cars. Usu- 
ally this does not produce the great- 
est over-all improvement, for more fre- 
quent service is a major factor in 
improving public relations and in 
securing more revenue. This shorter 
headway means more car-miles, and 
part or all of the direct saving may be 
sacrificed in order to build up a greater 
income. The determination of the cor- 
rect balance between saving and gain- 
ing is a nice problem for each railway 
to solve for itself. 

In speaking of interurban cars, I 


*Abstract of paper presented before Cen- 
tral Electric Railway Association, June 
25-30, on board 8.8. South American. 


have in mind those electric railways 
whose lines are of such length that two 
hours or more are required for the trip 
one way, with cars seating at least 
fifty passengers and with schedules re- 
quiring frequent or sustained speeds of 
55 to 60 m.p.h. I am excluding the 
purely suburban and short, moderate- 
speed interurban lines where the 26,000 
to 30,000-lb. double-truck car now 
available has an unquestioned field. 
Neither am I considering those electric 
ra.lways which have to compete with 
the best in steam railroad service and 
which, consequently, must provide lux- 
urious equipment and maintain exceed- 
ingly fast schedules for the attraction 
of an ultra-critical public. 

With the generous assistance of the 
several manufacturers of cars, I have 
collected some information on weight, 
length and seating capacity of inter- 
urban cars more than 45 ft. in length 
over all as built during the years 1908 
to 1921. These data furnish the basis 
for certain derived values shown in 
the accompanying chart. The weight 
per foot of over-all length was found 
to vary from 710 lb. to 1,570 lb., with 
an average of 1,185 lb. The weight per 
seat ranges fom 575 lb. to 1,825 lb. 
and the average is 1,147 lb. By years, 
the average car length and number of 
seats do not vary widely. For the 
nearly 500 cars considered, the average 
car is 55 ft. long, seats fifty-seven and 
weighs 65,000 lb. without equipment. 
The average equipment may be taken 
as four 125-hp. motors with multiple- 
unit remote control. This, together 
with air brakes, adds approximately 
21,000 lb., bringing the total weight 
of car equipped to 86,000 lb., or the 
equivalent of 1,563 lb. per foot. 

The standard safety car (16,000 lb. 
total) weighs 575 lb. per foot of length. 
Some of the light-weight double-truck 
ears recently built weigh 625 lb. per 
foot, fully equipped. Of course, we can 
hardly hope to secure such low weight 
for long-haul interurban service and, 
at the same time, provide the correct 
degree of safety and comfort at the high 
speeds required. However, the differ- 
ence between 625 lb. per foot and 1,560 
lb. per foot indicates that the latter 
figure is unnecessarily high. From con- 
versations with the car builders, I be- 
lieve they will not hesitate to under- 
take to build interurban cars 55 ft. 
over all to weigh approximately 65,000 
lb. when completely equipped with 
multiple-unit remote control, air 
brakes and motors geared for a maxi- 
mum operating speed of 55 to 60 m.p.h. 
For such a car, quadruple 100-hp. mo- 
tors would be adequate. Assuming 
that this new car weighs 65,000 lb. to- 
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tal, the weight exclusive of electrical 
and air brake equipment will be ap- 
proximately 47,000 Ib., or 855 lb. per 
foot. This unit weight is 28 per cent 
less than the average of the 494 cars 
considered, and 70 per cent more than 
recent light-weight double-truck cars. 
lt therefore appears that such a reduc- 
tion in weight is not only possible, but 
is also conservative. 

The use of such cars (65,000 lb. total 
weight) in place of 86,000-lb. cars will 
produce worth-while direct savings im: 

(a) First cost of cars and equip- 
ment. 

(b) Energy consumption. 

(c) Maintenance. 

(d) Line copper. 

(e) Power-house and substation ap- 
paratus. 

(f) Fixed charges. 

The amount by which the cost of car 
body and trucks will be reduced is a 
question for the car builders to answer. 
The cost of a quadruple equipment of 
100-hp. motors is in the neighborhood 
of $1,200 less than that of a quadruple 
125-hp. equipment. 

PowrER Savine Is CONSIDERABLE 


The energy consumption may be 
roughly taken as proportional to the 
weight of loaded car, so that the re- 
duction in the power bill will be in the 
neighborhood of 23 per cent. For the 
class of service being considered, the 
average energy required may be taken 
at 85 watt-hours per ton-mile at the 
power house. This is equivalent to a 
difference of 0.9 kw.-hr. per car-mile 
at the power house. At 1 cent per kw.- 
hr. and 50,000 car-miles per year, the 
energy cost will be reduced $450 per 
car annually. This alone will pay 6 
per cent interest on a $7,500 invest- 
ment. 

The reduction in maintenance of 
cars and equipment is, of course, diffi- 
cult to predict. For a 28 per cent re- 
duction in car weight and a 20 per 
cent reduction in motor capacity, it 
seems fair to suggest a 10 per cent 
reduction in maintenance. There may 
also be a reduction in wear and tear on 
track, but this benefit may not be 
realized because it is entirely possible 
that better track may be an essential 
to the successful operation of lighter 
cars. 

The direct benefit in the distribution 
system will be most apparent on en- 
tirely new roads and extensions. A 25 
per cent reduction in weight will make 
a corresponding reduction in both the 
average and peak power requirements. 
With substation spacing fixed, this will 
reduce the feeder copper. With copper 
trolley wire costing 15 cents per pound 
and stranded copper feeder at 17 cents 
per pound, the saving in line copper by 
using the lighter car may be anywhere 
from $200 to $900 per mile of single- 
track route. 

In certain cases where old equip- 
ment is replaced car for car with new 
light equipment, a similar return may 
be secured by taking down the excess 
feeder copper. However, before taking 


such a step, careful study should be 
given to the voltage conditions with 
the old cars because it may prove 
more economical to retain the full 
amount of feeder copper in service, 
thus securing improved line voltage 
conditions which tend to better the 
schedule speeds possible with a specific 
equipment, or to the operation of the 
same schedules with lower maximum 
speed and smaller motors. 

‘ On interurban lines the substation 
and power-house capacities are deter- 
mined primarily by the peak loads. 
Where car for car replacement is made, 
lighter cars may relieve overloaded ro- 
taries, transformers and generators. 
Under other conditions, they may make 
it possible to decrease the number of 
substation and power house units in 
operation during a considerable portion 
of each day, resulting in a better load 
factor, higher over-all efficiency and 
lower maintenance. On new lines and 
extensions the lower power require- 
ments of lighter cars are reflected di- 
rectly in smaller or fewer substation 
and power house units. 

Where the new equipment is to be 
used for increasing the frequency of 
service, lighter cars will make it pos- 
sible to minimize the amount of addi- 
tional feeder, substation equipment and 
power house apparatus to be purchased 
and installed. 

The saving in fixed charges with 
lighter cars is of prime importance in 
the cases of compulsory replacement 
and additional equipment. All of us 
are so thoroughly familiar with this 
fact that it is unnecessary to elaborate 
on it here. But I do wish to eall at- 
tention to the possibility of saving 
enough in operating costs, by using 
lighter cars, to make the retirement of 
even good heavy equipment a profitable 
procedure. The detailed statement 
and solution of such a case are beyond 
the scope of this paper, and each case 
must, therefore, be settled entirely on 
its own merits. 

Operation with one man instead of 
two will not save as large a proportion 
of the operating expenses on interur- 
ban properties as on city systems. Sta- 
tistics published by the American Elec- 
tric Railway Association for a typical 
year show for seventy-two city and 
fifty-five interurban properties that the 
cost of conducting transportation was 
respectively 45 per cent and 30 per cent 
of the total operating expense. Car 
for car replacements on interurban 
lines, therefore, should not be expected 
to show direct returns of as high an 
order as on city properties. On the 
other hand, the greatest all-round 
benefit is likely to be derived from the 
provision of more frequent service 
without any increase in line copper, 
substation equipment or power house 
apparatus. More frequent service cor- 
rectly operated and advertised will cer- 
tainly produce more revenue and the 
amount of this is increased by the im- 
proved public relations which invari- 
ably follow the operation of new cars 
more frequently. 


The proper analysis and solution of 
operating and traffic conditions are 
problems which can best be solved by 
a high class transportation engineer 
working in conjunction with the equip- 
ment engineer and the ‘master me- 
chanic. In determining the advisability 
of using lighter cars, their effect on 
numerous things must be investigated. 
I have discussed only a few of these 
and shall indicate only some of the 
others. For example, consideration of 
steam railroad competition carries with 
it the study of fares, including those 
for city cars and taxi cabs; time of 
trip, including changing cars; con- 
venience, and the character of steam 
service as defined by frequency, speed 
and equipment. The study of the ex- 
tent of replacements of, or additions to, 
rolling stock will be affected by the 
number of cars, annual mileage per 
car, per cent of weight reduction, 
schedules, probable earnings, operating 
costs and fixed charges. When every- 
thing has been taken into account, the 
result will show the steps necessary to 
secure the greatest over-all return. 


ESTIMATES MADE HEREIN ARE 
* CONSERVATIVE 


The amount of possible weight re- 
duction suggested has been made con- 
servative intentionally. The present 
weight of the safety car is considerably 
more than that of the earliest ones. 
So, in working toward weight efficiency 
for other types of cars, we should avoid 
going too far. While I have talked 
primarily about high-speed interurban 
cars, we should not leave the subject 
without reference to the large field of 
interurban service at somewhat lower 
speeds. Many cars weighing from 30 
to 45 tons and equipped with from four 
75-hp. to four 100-hp. motors are being 
operated in service which requires no 
speed higher than 40 to 45 m.p.h. The 
possibility of economy through car 
weight reduction in such cases is even 
greater than has been indicated for the 
high-speed service. In certain specific 
cases that have been studied, it has 
developed that new light cars could be 
used for. the complete retirement of 
existing cars with economy sufficient 
to pay for the entire cost of the change 
in from three to six years. 

The variety of conditions to be met 
in interurban service is not so great 
as to preclude a certain degree of stan- 
dardization on general types of cars. 
I need not go into the economical ad- 
vantages of reasonable standardization 
as that question has been frequently 
presented and discussed. Probably 
speed is the most important physical 
factor in determining suitable car 
weights. On this basis, it is my opin- 
ion that the majority of interurban re- 
quirements can, be well and economi- 
cally served by, say, four sizes of cars 
for the usual speed range, namely: 

Approximate 


Total Weight of 
Car Fully 
Equipped Maximum Speed 
25,000 lb 30 to 35 m.p.h, 
32,000 Ib 5 to 42 m.p.h 
42,000 lb. 42 to 50 m.p.h. 
60,000 Ib, 50 to 60 m.p.h 
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With the outlook for the electric 
railways growing more favorable, it 
seems to me that this is an opportune 
time for co-operative action by the 
railways, car builders and equipment 
“manufacturers with a view to reason- 


The “Rubber Urge”’ 


able standardization of new cars for 
greater economy. A thorough analysis 
of this problem by your association 
through its Engineering Council would, 
I believe, produce very great returns 
for the individual railways. 


in Transportation* 


The Author Thus Characterizes the Economic Force Which Has Brought About 
the Phenomenal Development of the Motor Truck and Bus 


By ZENAS W. CARTER 
The White Company, Long Island City, N. Y. 


MIGHTY wave of desire to “ride 

on rubber” has been sweeping the 
United States during the. past few 
years. It seems fitting to call this de- 
sire of the public a “rubber urge” in 
transportation. 

Just what the psychology is back of 
this wave, and constantly increasing 
its size, is of less interest to the elec- 
tric railway operator than the question 
of this influence upon his daily prob- 
lem. 

The electric railway operator is in 
the transportation business. He uses 
steel rails and electricity as his work 
tools. Theoretically he is interested 
only in steel rail and electricity. 

Commercially \and practically, how- 
ever, he is in the transportation busi- 
ness, and the “rubber urge” is a fea- 
ture of the transportation business. It 
affects both freight and passenger busi- 
ness. Motor trucks and buses are here 
to stay. Their use is rapidly increas- 
ing everywhere and on every highway. 
They are essentially and actively. an 
important -part of the transportation 
business of today. 

Thus, as a transportation man the 


electric railway operator finds his at-.. 


tention centering more and more upon 
the problem of co-ordinating motor 
buses with his electrical operation. 

Just. how this may be done best to 
cater to public demand to “ride on 
rubber” is an individual problem in 
- each particular case. No general rule 

can be set up which will fit any two 
cases, : 


Motor VEHICLES Must Pay IN ONE 
Way or ANOTHER 


However, this much can be stated 
most emphatically—motor trucks and 
motor buses must represent an ulti- 
mate economy or they are a distinct 
liability. 

The question of economics in electric 
railway operation is not necessarily a 
question of making a specific profit on 
a definite installation of motor equip- 
ment. On the other hand, there are 
hundreds of profitable motor-bus lines 
in operation in the United States in 
territory which was not being served 
by either the electric or steam com- 
panies. It is reasonable to assume that 
this business belonged to the transpor- 
tation companies, either the steam or 


*Abstract of paper presented before Cen- 
tral Electric Railway Association, June 
25-30, on board the 8.8. South American. 
A more extended abstract will appear in the 
August issue of Bus Transportation. 


electric operators, but was lost largely 
through lack of interest in making sur- 
veys for motor-bus operation. 

Several of the larger electric and 
steam railway companies have, how- 
ever, checked over their prospective 
fields and are now actively in the busi- 
ness of catering to the public idea that 
they desire to “ride on rubber.” 

Electric railway operators will be 
interested to know that an independent 
bus operator carried more passengers 
per bus in twenty-three buses which 
he operated in Wilkes-Barre, Pa., in 
1921 than were carried by the same 
number of the buses of the Fifth Ave- 
nue Coach Company in New York City. 
The figures are: For Wilkes-Barre, 
183,891 passengers per bus; for New 
York ‘City, 174,192 passengers per bus. 


MOTORIZATION OF HIGHWAY TRAFFIC IS 
A LOGICAL DEVELOPMENT 


Our steam railway and our electric 
railway operations have been largely 
revolutionized through the development 
of the several types of motive forces. 
The application of these same power 
forces to industry, electricity, steam 
and gas has changed our entire country 
from a manual institution into a me- 
chanical institution. In a measure, 
motorization of our highways is like- 
wise a change from a manual to a 
mechanical method of highway trans- 
port. With almost 11,000,000 motor 
vehicles already on our) highways, all 
individual highway transport will soon 
be by motor. 

The steam and electric railways will 
reap a return ultimately from this mo- 
torization, as it will tend still-more 
closely to knit the country into a cor- 
porate economic unit to promote quick 
exchange and rapid interchange. 

The motor on the highway offers 
the opportunity to supply the public 


with both local and express service_ 


operating over the same route, while 
this is impossible on single line rail. 
Many electric railway companies could 
probably operate bus lines paralleling 
their rails profitably, especially in con- 
gested centers, operating the bus lines 
for express service and using the elec- 
tric service almost entirely for local 
stops. In other cases. such a service 
might solve a rush-hour congestion 
problem profitably where the addition 
of extra cars would only tend to slow 
up movement and increase congestion. 


Another field for the use of buses in_ 


conjunction with electric line opera- 
tion is in territory where development 
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has spread the area served until a 
large percentage of possible short-haul 
passenger business is lost on account of 
the distance the passenger must ini- 
tially walk to reach the trolley. The 
use of buses covering such a section 
over what might be called a curved or 
bow route paralleling the trolley serv- 
ice at some distance but not operat- 
ing on exact trolley schedule would 
often prove distinctly profitable and 
prevent competition. 

Also, picking up and delivery at curb, 
whether in urban or in congested city 
territory is a psychological element to 
consider in the opportunity to increase 
short-haul traffic. 


Do Not OvERTAX THE HIGHWAY 
VEHICLE 


There is agitation in some sections 
to have the motor vehicle more heavily 
taxed. Fundamentally, this is movy- 
ing in the wrong direction except in 
so far as all vehicles using the high- 
ways may be taxed in proportion to 
their proper share of maintenance. 
Figures show this to be already accom- 
plished. 

The motorization of our highways is 
itself the economic force which has 
compelled the betterment of our high- 
ways and to increase taxation of this 
special class group would seem to tend 
to drive backward instead of forward. 

Even the interests of the steam and 
electric roads may ultimately be served 
better by low taxation of motor ve- 
hicles than by high taxation. The steel 
rail carriers, both steam and electric, 
are the transportation industry. Sooner 
or later they will own and operate 
their own motor-truck and motor-bus 
lines. For this reason, it seems fit- 
ting that all transportation interests 
can well refrain from agitating for 
taxation which may ultimately tend to 
become a boomerang tax. 


THE Moror Truck LONG USEFUL ON 
ELECTRIC RAILWAYS 


The motor truck in electric railway 
service departments has naturally been 
proven economical as a factor in trol- 
ley operation much more quickly than 
the use of the motor bus by the pas- 
senger departments. In this service 
for public utility corporations, there 
are as many different kinds of uses for 
the motor truck as there are different 
types of work to be done. 

There is also a use of trucks for sup- 
plementary freight service which may 
soon grow into large proportions. An 
example is the extension of electric 
railway freight lines into off-line ter- 
ritory such as has been inaugurated by 
the Cincinnati, Aurora & Lawrenceburg 
Electric Railway. An operation some- 
what similar to the container plan fol- 
lowed in Cincinnati, but using trailers, 
is in service in Chicago, as part of 
the freight system of the Milwaukee 
Electric Railway. 

The total registration of motor ve- 
hicles for 1921, as shown by the tab- 
ulations of the Bureau of Public 
Roads, was 10,465,995. Of these 9,- 
342,844 were passenger cars; 982,604 
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were trucks and commercial cars; 50,- 
547 were taxis and buses. 

These startling figures are very im- 
portant in interesting the electric rail- 
way industry when compared with the 
statement from the Jan. 7 issue of the 
Electric Railway Journal to the effect 
that there was 149.79 less mileage’ of 
electric rail in service in 1921 than in 
1920 and that the total of cars and 
locomotives in service was only 106,385 
in 1921, compared with 106,688 in 1920. 

In the present situation as it re- 
lates to the use of the motor truck for 
carrying freight in co-operation with 
the electric or steam railway and as it 
relates to the use of the motor bus or 
the rail bus for carrying passengers in 
co-operation with either, this new 
means of local transport offers an op- 
portunity for the railway interests to 
be carried along into this new field 
of transportation. These nearly 11,- 
000,000 vehicles cannot now be super- 
seded by systems of either steam or 
electric transportation. 

The motor truck for short-haul 
freight service offers the opportunity 
to pick up freight and make delivery 
with just two manual handlines of the 
goods as compared with four handlings 
if the goods must be loaded into and 
taken from a box car. In passenger 
transportation the motor bus offers a 
system exceedingly flexible which may 
be co-ordinated profitably with a system 
rigidly inflexible. 

Already many of the electric rail- 
way fraternity have been inspired by 
the profit in motor truck and motor 
bus operation. They have expended 
the energy necessary to investigate.. 
The more carefully they investigate, 
the more rapidly will this new trans- 
port unit—the motor vehicle—-be in- 
ducted into service as an integral part 
of electric railway operation. Thus 
will the “rubber urge” prove to be an 
economic force in transportation. 


Secretary Hoover Opens Meeting 
of American Construction Council 


N OPENING the organization meet- 

ing of the American Construction 
Council at the Washington Hotel, 
Washington, D. C., June 19, Secretary 
of Commerce Hoover stated: “If we 
would stem the tide tending to refer 
every little need and complaint to gov- 
ernment, action to meet these demands 
must arise from within industry itself.” 
He declared that in thus bringing all 
representatives of the construction in- 
dustry together to see if such a coun- 
cil can be organized the most impor- 
tant step in the history of industry was 
being taken. 

Among the subjects suggested by 
Secretary Hoover for the consideration 
of the council were standardization of 
grades, inspection of and simplifica- 
tion of dimensions of construction ma- 
terials, the collection of statistics, the 
encouragement of home building, zon- 
ing, proper building codes, seasonal and 
intermittent employment, jurisdictional 
disputes, apprenticeship, vocational 
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training and in general the elimination 
of unnecessary speculation and the bet- 
ter functioning of industry in regard to 
our national needs. 


International Engineering 
Congress 


ELEGRAPHIC dispatches from Rio 

announce that the Brazilian Gov- 
ernment has approved of the plan of 
holding an international engineering 
congress in Rio next September. 

It is understood that representative 
engineers from all the American coun- 
tries will attend and that the principal 
subjects. of discussion will be: 

1. The utilization of fuel resources. 

2. The best utilization of water 
power. 

3. Recent advances in 
methods. 

4, The elimination of waste through 
the standardization of supplies for agri- 
cultural and industrial purposes. 


irrigation 


5. Coal as a factor in industrial 
development. 

6. Essentials of a national railroad 
policy. . 

7. Intercontinental engineering co- 
operation. 


8. Port developments. 
9. Terminal facilities. 
10. The iron and steel industry. 


Electric Power Men Perfecting 
Organization 


N JULY 12 and 13 there will be 

held at Madison, Wis., a meeting 
of the National Technical Executive 
Committee of the National Electric 
Light Association. The meeting is 
called to work out details of a plan 
for increasing the value of the tech- 
nical section through the organization 
of geographic divisions. 

At the June meeting of the executive 
committee it was decided to organize, 
to the extent necessary in each divi- 
sion, committees comparable to those 
existing in the technical national sec- 
tion, namely, electrical apparatus, hy- 
draulic power, inductive interference, 
meters, overhead systems, prime mov- 
ers, safety rules, underground systems. 

The executive committee is organ- 
ized under the chairmanship of R. F. 
Schuchardt, Commonwealth Edison 
Company, Chicago. 


Railroad Problems Discussed 


HE July number of the “Proceed- 

ings of the Academy of Political 
Science” is devoted to the subject of 
the relation between the railroads and 
business prosperity. It includes dis- 
cussions on such subjects as railroad 
regulation, railroad labor, functions 
and policies of the Railroad Labor 
Board, transportation act of 1920, rate 
making, etc. 

The volume brings down to date much 
of the material in the Academy ‘“Pro- 
ceedings” for January, 1920, on “Rail- 
road Legislation,” which discussed fully 
the problems entering into the mak- 
ing of the transportation act of 1920. 
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Work on Welded Rail Joints 
Is Progressing 


HE executive committee of the 

committee on welded rail joints, 
which is functioning under the aus- 
pices of the American Bureau of Weld- 
ing, held a meeting at the offices of 
the National Research ‘Council in New 
York City on June 21. Chairman G. K. 
Burgess presided and the following 
were present: E. M. T. Ryder, vice- 
chairman; W. Spraragen, secretary; H. 
M. Steward, R. ‘C. Cram, W. F. Graves, 
Cc. F. Gailor, G. C. Estill and W. F. 
Hulburt. An extended discussion of 
plans for obtaining funds for the work 
took place. The close relation of the 
committee to the American Electric 
Railway Engineering Association indi- 
cated a need for co-ordinating financial 
questions to secure co-operation with 
the committee on way matters of the 
latter in connection with the testing 
machine now being considered by that 
committee. 

Plans for getting the several inves- 
tigations under way were considered 
and letters to steel companies, rail- 
way companies and laboratories, de- 
scribing the’ work and the respective 
parts to be allotted to the above in- 
terests, were approved. 

It was decided that in all joints use 
should be made of Association Stand- 
ard Grade B girder rail with 0.75 per 
cent carbon content and that the best- 
joints should be submitted to the fol- 
lowing tests: (a) tensile, (b) bending, 
(c) drop, (d) fatigue. These tests will 
be made under the direction of the com- 
mittee. The tensile tests were as- 
signed to the Bureau of Standards, the 
bending tests to Purdue University, the 
drop tests to the Lorain Steel Company 
and the,fatigue tests to the Philadel- 
phia Rapid Transit Company. The 
last-named company will presumably 
use the special machine recently in- 
stalled by E. J. Mcllraith, superintend- 
ent of rolling stock and buildings. 

Other tests such as _ conductivity 
tests, chemical analyses, macroscopic, 
microscopic, etc., are to be made also. 
A general method of making up the 
test joints, to insure uniformity, was 
devised and will control the work of 
those who submit joints for test pur- 
poses. 

A letter from Prof. D. D. Ewing of 
Purdue University was read tendering 
the use of certain important facilities 
for tests ahd the committee will avail 
itself of this generous offer. 


The work of the committee is get-. 


ting well under way and its members 
are pleased with the progress made 
and with the evidence of great interest 
in the work which is being displayed 
by members of the electric railway 
industry. 

[Note—Subsequent to the above meet- 
ing representatives of the rail joint 
committee were in conference with 
members of the executive committee of 
the American Electric Railway Asso- 
ciation, looking toward a closer co-oper- 
ation and the possibility of financial 
support.—Ebs. ] 
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National Safety Congress 
in Detroit 


HE eleventh annual congress under 

the auspices of the National Safety 
Council will be held in Detroit, Mich., 
Aug. 28 to Sept. 1. The electric rail- 
way section session Wednesday morn- 
ing, Aug. 30, will be under the direction 
of B. D. Hoskins, Chattanooga Street 
Railway, chairman of this section; 
H. B. Potter, Boston Elevated Railway, 
vice-chairman, and M. W. Bridges, 


Metropolitan West Side Elevated Rail- 
way, Chicago, Ill., secretary. The ses- 
sion will open at 9.30. 

Reports of the chairman, secretary 
and committees will come first, fol- 
lowed by these addresses: 

On the Most Efficient Manner of 
Conducting) Safety Work, by C. B. 
Seott, general manager Bureau of 
Safety, Chicago, IIl. 

On Safety as an Operating Factor, 
by F. R. Coates, president Community 
Traction Company, Toledo, Ohio. 


Executive Committee Meets 
in New York 


HE postponed June meeting of the 

executive committee of the Ameri- 
can Association was held at association 
headquarters Saturday afternoon, July 
1. The committee disposed of a large 
number of individual items. which were 
before it for attention. 

The financial committee presented 
‘the quarterly report of the association’s 
auditors which showed everything at 
headquarters in excellent shape. 

The report from the publicity commit- 
. tee showed a very active continuation 
of the publicity work by the adver- 
tising section of the bureau of informa- 
tion and service. In his report for the 
publications committee, Mr. Storrs men- 
tioned the fact that Aera is now under 
the direction of the new editor, J. W. 
Colton, and that constructive criticism 
as to how to make Aera a better publi- 
eation for the association would be wel- 
come. The program committee reported 


substantial progress on the program for 
the fall convention. 

The membership committee report as 
usual showed a gain in membership, 
there being three new railway and 
three new manufacturer members. 

The committee decided to issue a 
formal invitation to the officers and 
members of the Canadian Electric Rail- 
way Association to attend the October 
convention. It was voted as member of 
the American Engineering Standards 
Committee to admit the Panama Canal 
to membership in the organization. 

The committee approved a resolution 
of the engineering association executive 
committee addressed to the Department 
of Commerce indorsing the simplifica- 
tion of design program. It also gave 
approval to the action of the engineer- 
ing association in submitting nine of its 
standards to the American Engineering 
Standards Committee. Those pres- 
ent at the meeting were President 
R. I. Todd, L. S. Storrs, A. W. Brady, 
W. H. Sawyer, C. D. Emmons, L. H. 


Palmer, J. N. Shannahan, Carl Beck 
for C. R. Ellicott, George Haskell for 
Samuel M. Curwen, and Executive Sec- 
retary J. W. Welsh. 

The next meeting of the executive 
committee will be held in Toledo on 
July 28. 


Engineering Association O.K’s 
Simplification Principles 
HE following resolution, presented 
by the executive committee of the 
Engineering Association, was approved 
at the meeting of the American Associ- 
ation on July 1: 

Whereas the American Electric 
Railway Association is thoroughly in 
accord with the proposal of the De- 
partment of Commerce looking toward 
the simplification of practice in indus- 


try and the elimination of waste 
through standardization, and 
Whereas the American Electric 


Railway Association believes it to be 
the duty of all national industrial or- 
ganizations to render every possible 
assistance in this important and far 
reaching undertaking; therefore, be it 

Resolved, That the American Elec- 
tric Railway Association, as a member 
of the American Engineering Standards 
Committee, express its earnest desire 
to assist the Department of Commerce 
in this movement, by helping to es- 
tablish between the Department of 
Commerce and the American Engineer- 
ing Standards Committee the greatest 
measure of co-operation to the end that 
the work of these two organizations 
may be properly co-ordinated; and be 
it further 

Resolved, That the executive secre- 
tary of the American Electric Railway 
Association be instructed to inform the 
Department of Commerce that C. S. 


Why a Record Number of Electric Railway Men Will Attend the 
A.E.R.A. Convention in Chicago Next October 


I AM GOING to get more money for my stockholders and 


My dear Bozell: Iam going to answer your letter 
asking me for reasons why a record number of 
electric railway men should attend the A. E. R. A. 
convention on the Municipal Pier in Chicago, Oct. 
2-6, by sending you another letter I have just re- 
ceived from a friend. 

This second letter, from an electric railway 
operator, was dropped on my desk along with 
yours. It gives his reasons for attending the con- 
vention. They appeal so strongly to me that I 
am sure I could not improve upon them regard- 
less of how much I tried. Here is his letter: 


I AM GOING to see the exhibits. We have not had ex- 
hibits since 1920 and there will be many new time and money 
saving devices which I shall want to see. 

I AM GOING to hear the addresses. Preliminary out- 
lines of the subjects to be discussed convince me that every 
one of them touches some vital problem on my property. 

I AM GOING to take part in the discussions. The policy 
of having liberal discussions of papers appeals to me because 
under it if I don’t hear what I want to learn, I can speak up 
and find out. ~ 


make my own job more secure by learning the most economical 
and attractive operating methods. 

I AM GOING to talk with hundreds of my friends who, 
often in a few minutes, can tell me more about short-cuts to 
successful operation than I can learn in a year by my own 
unaided efforts. 

I AM GOING to learn all I can about improved operating 
in order to play square with my customers. When I was al- 
most put out of business by the war, I promised them that 
if they would help me I would give them improved service 
as fast as I could. Now that business is improving I propose 
to keep faith with them. 

I AM GOING to have a good time. I’ve been glum enough 
and stayed at home enough during the last four or five years. 
Now I’m going to prance about a bit. 


If you will pass this friend’s letter along to the 
industry generally through the medium of the 
Electric Railway Journal, you will do a real service 
and I shall be sincerely grateful to you. 


De ae 


Tee 
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Kimball, Engineer of Way and Struc- 
tures, Washington Railway and Hlec- 
tric Company, Washington, D. C., be 
and hereby is authorized to respond 
to any call that may come from the 
Department of Commerce through the 
American Engineering Standards Com- 
mittee for representation in connection 
with any matter of interest. to the 
electric railway industry. 


Additional Convention Committee 
Appointed 


RESIDENT R. I. TODD has ap- 

pointed a boosters’ committee for 
the purpose of putting additional 
“yep” into the convention publicity. The 
personnel is as follows: 

Henry A. Blair, president Chicago 
Surface Lines, Chicago, Ill., and Brit- 
ton I. Budd, president Metropolitan 
West Side Elevated Railway, Chicago, 
Ill., co-chairmen; Edwin C. Faber, vice- 
president Barron G. Collier, Inc., New 
York City, vice-chairman; W. R. Al- 
berger, J. P. Barnes, Luke C. Bradley, 
F. G. Buffe, F. D. Burpee, C. D. Cass, 
F. C. Chambers, H. E. Chubbuck, J. F. 
Collins, R. E. Danforth, B. J. Denman, 
H. F. Dicke, B. J. Fallon, Williston 
Fish, A. Gaboury, M. L. Garrity, E. M. 
Graham, Franklin T. Griffith, Frank 
Hedley, J. R. Jeffrey, A. L. Kempster, 
C. K. Knickerbocker, Myles B. Lambert, 
George R. Lyman, C. E. Morgan, Col. 
A. T. Perkins, A. E. Potter, Harry Reid, 
G. A. Richardson, John Shartell, Paul 
Shoup, John J. Stanley, T. H. Tutwiler, 
S. B. Way, E. A. West, Thomas W. Wil- 
son and C. V. Wood. 

Other committees which are looking 
after convention details are the stand- 
ing committee on subjects and meetings, 
C. D. Emmons, chairman; the commit- 
tee on exhibits, E. J. Blair, chairman 
(see Electric Railway Journal, May 27 
issue, page 875); the committee on en- 
tertainment, J. V. Sullivan, chairman 
(see Electric Railway Journal, June 17 
issue, page 977). 


Entertainment Committee 


HE first meeting of the convention 
entertainment committee, of which 

J. V. Sullivan, assistant to the pres- 
ident Chicago Surface Lines, is chair- 
man, was held in Chicago on June 23. 
Various entertainment suggestions 
were discussed and the general deci- 
sion was reached to hold a reception on 
Monday night, a ball on Thursday 
night and some feature entertainment 
on either Tuesday or Wednesday even- 
ing. To facilitate the working out of 
the various details, the following sub- 
committees were appointed:  Recep- 
tion—J. V. Sullivan, H. L. Monroe, 
Thomas Finigan. Music and dancing— 
John Benham, E. E. Kretschmer, 
Thomas’ Finigan. Ladies — W. H. 
Beattys, Jr., H. J. Kenfield, Martin 
Schreiber. Feature Night\— E.~ F. 
Wickwire, J. A. Alexander, Harry L. 
Brown, J. R. Blackhall. Golf—N. G. 
Symonds, Frank Porter, G. T. Seely. 
In view of the exceptional opportuni- 
ties for entertainment in Chicago, the 
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committee is anticipating that it will 
be able to arrange some attractive 
features for the delegates. 


Mr. Glover Appointed to Standard 
Classification Committee 


N JULY 1 the secretary of the 

American Electric Railway Ac- 
countants’ Association announced that 
M. W. Glover, general auditor West 
Penn Railways and past-president of 
the American Electric Railway Ac- 
countants’ Association, has been ap- 
pointed a member of the committee on 
standard classification of accounts in 
place of W. H. Forse, Jr., resigned. 
The original committee on standard 
classification of accounts of the asso- 
ciation was appointed in 1897, at the 
same time the association was organ- 
ized, and a review of the work of the 
committee during the twenty-four years 
of its existence was published on page 
175 of the issue of this paper for July 
30, 1921. 

Mr. Glover will bring to the commit- 
tee the benefit of an extended experi- 
ence in accounting matters. In this 
connection it is interesting to note that 
he is also now chairman of the com- 
mittee on classification and application 
of accounts of the Accounting Section 
of the Pennsylvania Electric Associa- 
tion and also a member of the classifi- 
cation committee of the Accounting 
Section of the National Electric Light 
Association. 


T. & T. Association Men 
Study Psychology 

HE principal thing on the minds 

of the members of the Transporta- 
tion & Traffic Association committee on 
personnel and training of transporta- 
tion department employees, which met 
at Montreal, Que., on June 30 was the 
carrying out of the instructions of the 
executive committee regarding mental 
tests for applicants for employment in 
this department. The meeting was at- 
tended by Chairman J. E. Wayne, York, 
Pa., and Dr. John Leeming, E. M. Gra- 
ham, F. L. Butler, H. H. Norris, A. P. 
Norris and Arthur Gaboury. 

The committee considered in detail 
the recommendations of a sub-commit- 
tee on the subject of mental tests and 
decided to submit a considerable num- 
ber of such tests to the association 
for consideration in October. It-is the 
hope of the committee that the mem- 
ber companies will co-operate in car- 
rying out the suggestions which will 
be made in the report, with a view to se- 
curing data for future standardization. 

The committee also put the finishing 
touches on application forms for use 
in this department, and upon a form 
for recording the results of physical 
examination. 

After the business session the com- 
mittee visited the training school of 
the Montreal Tramways, under the di- 
rection of Mr. Gaboury and the instruc- 
tors in charge of the training, exam- 
ined the instruction car which is used 
as a part of the training equipment 


and made a general study of the Mon- 
treal property. . The committee was 
impressed by the satisfactory way in 
which the dctails of transportation de- 
partment employee training had been 
worked out to fit the local conditions. 
The meeting was! remarkable in that, — 
although it was held considerably off 
the geographical center of the commit- 
tee members’ homes, it was attended by 
all but one member, who was unavoid- 
ably detained. 


Special Reports and Compilations 


HE Bureau of Information and 
Service of the American Associa- 
tion announces that the following 
special reports and compilations are 
now available to member companies in 
good standing, upon request: 
Employees’ Welfare Work—A sum- 
mary of measures taken by manufac- 


turing companies to promote better re- | 


lations with their employees and secure 
their well-being. 

Public Utility Laws—A summary of 
the laws creating the state public utili- 
ties. commissions, giving an analytical 
digest of the main provision covering 
their jurisdiction and powers over 
transportation companies. This is the 
second installment of this compilation, 
which was begun in June. 

Sale of Securities to Employees and 
Patrons—Contains list of companies 
that have tried this, the methods used 
and the results attained. 

Motor-Bus Operating Reports 
Statements of operations of eight com- | 
panies, including the London General 
Omnibus Company, the Baltimore Tran- 
sit Company and six California com- 
panies. 

Electric Railways Operating Motor 
Buses as Ausiliaries—Gives name of 
company, number and type of bus oper- 
ated, seating capacity, year purchased 
and fare charged. 

Paving Decisions—These are ab- 
stracts of court and public utility com- 
mission decisions on the assessment of 
paving cost against electric railways. 

Supplement to Employeers’ Welfare 
Work of electric railways issued last 
month, containing replies of several 
companies received too late to include 
on June 1. 

In addition to the above, supplements 
to the wage bulletin, the fare bulletin 
and, cost-of-living studies have been 
prepared bringing them up to date. 


New Association Publications 


HE American Electric Railway As- 

sociation has recently published in 
mimeograph form the following pub- 
heations: 

“Employees’ Welfare Work’; this is 
an account of the pension systems, 
mutual benefit associations, insurance, 
sale of stock, loan funds, ete., under- 
taken by electric railways to improve 
the condition of their employees. 

“Public Utility Laws”; this is a sum- 


‘mary of the powers of the different 


state public utility commissions. 


~ News of the Electric Railways 
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Chaos in Steubenville 


Refusal of the Company to Recognize 
Union Factor in Strike Raging 
Two Months 7 


At the present time there seems to 
be no indication of a settlement be- 
tween the Steubenville, East Liverpool 
& Beaver Valley Traction Company, 
Steubenville, Ohio, and its striking em- 
ployees. Operations on all its lines in 
Columbiana, Hancock and _ Beaver 
Counties have been tied up since May 
1 and operations on all its lines in Jef- 
ferson County have been suspended 
since May 4. A communication sent 
by the company after the annual meet- 
ing of the directors late in March to 
each of its employees, notifying them 
that after May 1 the company would 
no longer deal with them as a union, 
but as individuals, caused the carmen 
to walk out. a 


WAGES AND FARES Not FACTORS 


The wage question and fare increases 
play no prominent part in the contro- 
versy, according to general belief. The 
carmen say that all wage differences 
could be settled without dispute if the 
company would recognize the union and 
the company officials enter no denial to 
this statement. Whether or not the 
company shall be permitted to raise 
fares on any of its lines will not be 
decided until operations on its lines are 
resumed. 

The directors of the company held 
their annual meeting late in March and 
following their conference every em- 
ployee received a notice that after May 
1 he would be dealt with as an indi- 
vidual and that after that date he and 
his fellow workers would no longer be 
dealt with as a union. May 1 was the 
date set by the company when it would 
no longer recognize the union as its 
contract with the carmen was to expire 
on that date. Late in April Hugh 
Thorne, president of Division 52, Amal- 
gamated Association of Electric Rail- 
way Employees of America, filed an ac- 
tion in Columbiana county court, seek- 
ing an injunction to restrain the com- 
pany from terminating its agreement 
with the union. The application was 
refused and the men decided not to 
report for work on May 1. 

Officials of Division 285, of which ad- 
ditional employees of this company are 
members, filed an application in Com- 
mon Pleas Court of Jefferson County 
on May 1 for an injunction restraining 
the company from putting into effect 
at midnight that day a “lock-out.” A 
temporary injunction was allowed, but 
on May 3 the court refused a perma- 
nent injunction. On the morning of May 
4 carmen of Division 285 held a’ meet- 
ing and that morning all lines of the 


PERSONAL MENTION 


company in Jefferson County were tied 
up, the men deciding that they would 
not walk out. 

Only one attempt has been made by 
the traction company to operate its 
cars with non-union men. At East 
Liverpool on May 4 fifty strike 
breakers arrived from Cleveland and 
an attempt was made by five of them 
to operate a car, but a mob of 200 
people attacked them and. never since 
has any attempt been made by the com- 
pany to operate cars on any of its lines 
which are tied up. 

Within a few days after the lines 
of the company were tied up efforts to 
end the controversy were taken. Con- 
ferences were called at Steubenville, 
East Liverpool and Wellsville.  Citi- 
zens, public officials and representatives 
of the carmen and company attended, 
but a settlement seemed impossible. 
Wellsville and East Liverpool City 
Councils also met and discussed possible 
means of a settlement. On May 15 an 
attempt was made at East Liverpool 
to arbitrate, but no progress was made, 
the officials of the traction company 
refusing to arbitrate because one of 
the members of the board of arbitra- 
tion was a member of Division 285. 
The company at this meeting refused 
to deal with the union. No further at- 
tempts have been made at East Liver- 
‘pool to arbitrate. 


ARBITRATION WITHOUT SUCCESS 


The city of Steubenville enforced its 
ordinance compelling arbitration. The 
board of arbitration, consisting of one 
member selected by the employees, one 
by the company and the remaining 
three appointed by the Common Pleas 
Judge of Jefferson County, met at 
Steubenville on May 24. All attempts 
to arbitrate failed, the company at this 
meeting refusing to arbitrate with its 
men as a union. The board of arbitra- 
tion has not met since, with the result 
that the traction situation on the lines 
of the Steubenville, East Liverpool & 
Beaver Valley Traction Company is 
practically unchanged since the ineep- 
tion of the controversy. 


New Wage Scale in Effect 


A new wage scale and working agree- 
ment have been negotiated and signed 
by the union and Monongahela Power & 
Railway Company, Fairmont, W. Va., 
which went into effect on July: 1. W. 
C. Kline, manager of railways, repre- 
sented the company in all of the nego- 
tiations. 

The agreement gives men longest in- 
sevice on the interurban runs 55 cents 
per hour and men longest in service 
on city lines 54 cents. The scale is 
graduated from 55 cents down to 42 
cents. 


TRAFFIC AND TRANSPORTATION 


No Appeal Filed 


Conferences Held Between City and 
Des Moines Railway—Threatened 
Five-Cent Fare Not in Force 


As yet no definite action has been 
taken toward appealing the decision of 
Judge James C. Hume of the Polk 
County District Court in which he 
ruled that the franchise granted the 
Des Moines City Railway last Novem- 
ber was invalid. 

Attorneys for the city of Des Moines 
and for the railway have conferred as 
to a method of procedure and it is said 
that the city attorneys favor the city 
taking a part in the appeal if the ex- 
pense is borne by the Des Moines City 
Railway. Corporation Counsel J. J. 
Halloran recently announced that the 
company had agreed to bear the cost of 
the transcript, which is the largest part 
of the expense in connection with the 
appeal. It is thought, therefore, that 
definite action will be taken soon 
toward filing the appeal. 

The North Des Moines Improvement 
League and H. W. Byers, its attorney, 
who brought the suit to declare the 
franchise invalid, have as yet failed to 
make good their threats to force an 
immediate 5-cent fare. There has been 
no demand on the part of the public to 
ride at the lower fare. In fact, the 
car riders seem entirely satisfied to pay 
8 cents in view of the tremendous im- 
provement in service which has been 
made since the higher fare was granted. 


TOTAL REVENUES FOR MAy $204,612 


The futility of Attorney Byers’ claim 
that the company can operate with 
profit on a 5-cent fare is seen in the 
company’s financial statement for the 
month of May. Passenger revenues 
for the month according to the report 
filed with the city were $198,731. There 
were other revenues of $7,811, bringing 
the total revenues for the month up to 
$204,612. Operating expenses and de- 
preciation charges for May totaled 
$149,997 and taxes amounted to $15,- 
000. This’ left $39,606 from the rev- 
enues, of which $20,588 was set aside 
for fixed charges, including bond in- 
terest, note interest and other interest 
items, leaving $5,901 for the cushion 
fund. Total revenues for May were 
$2,500 less than those of April while 
operating expenses increased approxi- 
mately $8,000 during the month over 
April. Coal costs are eating up the 
profits. At the present time the com- 
pany is paying $8 a ton for coal. 

It is interesting to note that had a 
5-cent fare been in effect during May 
instead of a profit of $5,901 for the 
cushion fund the company would have 
operated at a deficit of $55,598, pro- 
viding the traffic had remained the 
same. ‘ 
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Buffalo Lines Tied Up by Strike = 


Mitten Management Rejects the Closed Shop—Prepares to Rebuild Entire Transportation Staff— 


Service Promised on Monday—Wage Cut Has Become Minor Issue in 
Struggle of Railway Against Union Domination 


BOUT 2,350 employees of the 

International Railway in Buffalo, 
Niagara Falls and Lockport and on the 
interurban lines between these points 
are on strike. They include motormen, 
conductors, carhouse men and shop 
workers, members of the Amalgamated 
Association. 

The only point at issue between the 
employees and the company is union 
recognition. Two days before the 
strike order went into effect, Thomas 
E. Mitten, president of the Philadelphia 
Rapid Transit Company and chairman 
of the board of directors of the Inter- 
national Railway, announced the with- 
drawal of the wage cut of 23 cents an 
hour which was to have been put into 
effect on July 1. 

Herbert G. Tulley, president of the 
International Railway, made this state- 
ment of the situation to the Hlectric 
Railway Journal: 

The union which now demands a contract 
with International broke such a contract 
in 1918 and subjected Buffalo to a long- 
drawn-out strike. This contract covered 
the period from May 1, 1918, to May 1, 


1919. The strike was called in October, 
1918, : 
The present non-observance by the union 
of an understanding by its national presi- 
dent, the terms of which, if observed, would 
have prevented the present difficulty, again 
demonstrates that the International Rail- 
way cannot secure permanent peace nor 
properly operate its cars through a con- 
tract with this union, which neither recog- 
nizes the need of good railroading nor the 
necessity of living up to its understanding. 
The International Railway under Mitten 
Management never interferes with the men 
belonging to the union. On the other hand, 
it never makes a contract with a union, 
but stands foursquare for the open shop. 


The understanding referred to by 
Mr. Tulley as existing between Mr. 
Mahon and Mr. Mitten was that there 
should be no change in the situation 
existing between the employees and the 
company until May 1, 1923. Mayor 
Schwab had said the men had promised 
him that if such an understanding was 
in effect and the company would pro- 
duce the correspondence, the men would 
return to work. Mr. Mitten did pro- 
~ duce correspondence, but Mayor Schwab 
then contended that the evidence was 
insufficient and he would take no action. 

Efforts of the Mayor to bring about 
a settlement through arbitration were 
met by Mr. Tulley with the statement 
that union recognition cannot be arbi- 
trated. He added that “the International 
stands four square for a continuation 
of the open shop principle, and cannot, 
in the interests of permanent peace and 
continued service, agree to a contract 
with the union.” 

The striking employees sent by mes- 
senger to President Tulley of the rail- 
way company and Mayor Schwab a pro- 
posed basis of settlement of the strike 
which would provide for reinstatement 
of all employees in their former posi~- 
tions; recognition of the union; a 
written contract between the company 
and the organization covering wages 


and working conditions; wages paid by 
the company as of June 30, 1922, to re- 
main in effect for a period of one year; 
a written agreement providing for 
arbitration of all disputes which can- 
not be settled by the two parties to the 
agreement. 

Platform men on the International 
lines had been receiving a maximum of 
55 cents an hour. 


SERVICE TO BE RESUMED MONDAY 


Plans are being made by Mr. Mitten 
and President Tulley to operate cars 
over several of the local lines of the 
International ,|in Buffalo. A _ large 
number of men are being brought to 
Buffalo from Philadelphia and other 
cities where the company has been re- 
cruiting an operating force for about 
ten days preceding the strike. The 
men are housed in the various car- 
houses. Car windows will be screened 
by a heavy wire mesh and armed 
guards and city policemen will follow 
each car on motorcycles and automo- 
biles provided by the company. 

Mail cars are being operated twice 
daily over the Olcott-Lockport interur- 
ban division of the International by A. 
S. Henry, superintendent of the di- 
vision. The cars are plainly marked 
“Mail Car” and no attempt has been 
made by the strikers to interfere with 
their operation. This division of the In- 
ternational serves a large rural terri- 
tory in Niagara county not served by 
any other means of transportation. No 
attempt has been made by the company 
to carry passengers on these cars. 

Many of the striking employees are 
members of the Mutual Benefit Asso- 
ciation, which was organized by the 
International on the lines of a similar 
organization in Philadelphia. 

In its statement to the public, the 
striking employees said: 

We want our rights as citizens of Buf- 
falo to associate ourselves into mutual so- 
ciety, and will resist any un-American at- 
tempt to force us into social subjection, 
though the plan may be governed by the 
most benevolent despot on earth. 

All kinds of motor trucks, buses and 
small automobiles were pressed into 
service during the strike. More than 
5,000 automobiles were licensed by the 
city to carry passengers at a fare not 
exceeding 10 cents and many large 
trucks, carrying posters announcing 
that they carried insurance for passen- 
gers, transported passengers from the 
heart of the city to Riverside Park, a 
distance of 6 miles for 5 cents. 

At the outset of the strike the 
municipal authorities started to regu- 
late the bus traffic and within twenty- 
four hours, buses were running over 
regularly established routes at a uni- 
form rate of fare but were closely 
watched by motorcycle traffic officers 
detailed to facilitate the movement of 


jitneys throughout the congested retail. 


shopping district. 

In the congested section of Main 
Street, bus drivers were ordered to use 
the street car tracks and load passen- 
gers only from the platform loading 
stations at‘ street corners. Private 
vehicles were ordered to operate near 
the curb so as not to interfere with 
the loading of jitneys at street corners. 

The state authorities announced that 
owing to the emergency in Buffalo, Ni- 
agara Falls and Lockport it would not 
be for the best interests of the people 
to enforce the new law requiring the 
owners of cars operating for hire to 
comply with the insurance require- 
ments. 


The Buffalo Chamber of Commerce | | 


has come out in support of the open 
shop stand‘ taken by the International 
and in a series of display advertise- 
ments in the daily newspapers says: 


The closed shop is not a matter of arbi- 
tration. We pledge to the Mayor and the 
Councimen of the city our full support in 
the discharge of their duty in preventing, 
in case of need, interference with those 
seeking employment and in the use, for 
this purpose, of all the forces of law and 
order to protect them and punish those 
who, by violence, intimidation or ostracism 
restrict, their freedom. t 


The Employers’ Association of Buf- 
falo has pledged its full strength to the 
International in its efforts to restore 
service over local and interurban lines 
with an open shop organization. The 
association in a resolution says the 
strike represents no issue other than a 
vain attempt to fasten “the closed 
shop system upon the company, and 
the compulsory payment of union dues 
upon the employees of the company.” 

All the Buffalo papers deplore the 
strike. The Commercial, however, is 
most outspoken in upholding the atti- 
tude of the’*company. In a recent edi- 
torial it said: 

The leaders of the street car men’s union 
have taken the gamblers’ chance. Their 
future existence hangs upon a single throw 
of the dice. If they win the union will 
hereafter be able to dictate to the Inter- 
national in the matter of wages and work- 
ing conditions. If they lose they lose 
everything. The Amalgamated on _ the 
Niagara frontier will be destroyed and in 
its place we shall see put into effect the 
Mitten idea, which has won golden opin- 
ions from sociologists as well as from work- 
ing men who are familiar with it. - 

About thirty platform men employed 
on the Buffalo & Lackawanna Traction 
Company’s line between Buffalo and 
Lackawanna also went on strike at 
midnight July 1. The strike is for 
union recognition only, no question on 
wages being involved. The line is oper- 
ated by Harry L. Evers as receiver and 
is part of the Buffalo & Lake Erie 
Traction Company system operating be- 
tween Buffalo and Erie, Pa. The line 
west of Lackawanna, however, is not 
affected by the strike as the Amal- 


gamated has a contract in force with — 


the company. 
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Ordinance Submitted 


Louisville’s Mayor Approves of Sliding 
Fare Scale with a Seven per Cent 
Return on a Five-Cent Fare 


Immediate return to a 6-cent fare 
if tickets are purchased, surrender of 
all franchises by the Louisville (Ky.) 
Railway, some of which are perpetual, 
and its’ acceptance of a blanket fran- 
chise for twenty years covering all its 
lines, establishment of a sliding scale 
of fares to be adjusted according to fluc- 
tuations in the company’s income, and 
municipal regulation of the company 
through the board of public safety, with 
the right given to the city to purchase 
the entire system at the expiration of 
the twenty-year franchise if the voters 
so desire, are some of the outstanding 
points in the ordinance prepared by 
Mayor Quinn and submitted to the City 
Council. The general opinion is that 
the ordinance will be accepted as it 
stands. If the ordinance is accepted 
litigation between the city and the com- 
pany will be discontinued and no rebate 
will be required of the company on the 
7-cent fare it has been collecting. 


ARBITRATION: OF DISPUTES PROVIDED 

Provisions scarcely less important es- 
tablish means for arbitration of disputes 
that may arise between the company 
and the board of public safety. The 
board is empowered to employ tech- 
nical assistance for carrying on a con- 
tinuous audit of the company’s books, 
which will be balanced every 
months. The fare for the six months 
following each audit will range from 
5 to 7 cents according to the showing 
of the books. The company is required 
to pay $10,000 annually into the city 
treasury to defray the expense of this 
work, this amount not to be charged to 
operating expenses. 

The sliding scale of fares is’ as fol- 
Jows: 5 cents cash with six tickets for 
25 cents; 6-cent fare with five tickets 
for 25 cents; 7-cent fare with five tick- 
ets for 30 cents; and 7-cent fare with 
five tickets for 35 cents. The latter is 
the maximum rate, the one now in ef- 
fect. No charge will be made for 
transfers. : 

The company now has on hand, ac- 
cording to the city auditor’s office 
$700,000, from which a “barometer 
fund” of $350,000 will be created by 
the terms of the ordinance. All in- 
come shall be deposited to the credit 
of this fund. Whenever this fund 
reaches $500,000 during any six months 
period the fare will be automatically 
reduced to the next lowest schedule of 
fares. When the barometer hits below 
$200,000, the rate automatically in- 
creases to the next highest fare 
schedule. 

The surplus over $300,000 which the 
company now has on hand, together 
with surplus accumulated between now 
and Dec. 31, 1922, will be spent on im- 
proving the service and facilities of 
the company. This fund is estimated 
at $900,000. 

._ Bond and stockholders of the com- 
pany will be protected under the ordi- 


six. 


nance. The company’s bonded indebt- 
edness, preferred stock and common 
stock make the total capital liabilities 
$20,542,600. The plan is to permit 
the company to earn 5 per cent on 
common stock at a 7-cent fare, 6 per 
cent on a 6-cent fare, and 7 per cent 
on a 5-cent fare. Thus it is in the in- 
terest of the company to maintain the 
lowest fare possible: 

It is estimated that the $900,000 to 
be spent on improvements will mate- 
rially lower the company’s operating 
cost, with the possibility thus of reach- 
ing the minimum fare. In case the 
“barometer fund” goes over $500,000 
on the minimum fare, the surplus will 
be divided three ways: One-third to 
the company, one-third to employees 
and one-third to the city. Employees are 
also taken into consideration in the 
spending of the $900,000 for improve- 
ments. Some of this money will go for 


rest-rooms and other conveniences. 


LOUISVILLE “TIMES” SEES FARE SETTLEMENT 
IN SIGHT AT LAST 


Public hearings will be held on the 
ordinance before it is acted on by the 
Council. The Council will then take it 
up. Within ten days after its passage, 
company stockholders will vote on its 
acceptance. President Barnes seems 
pleased with the ordinance and it is 
generally expected that all concerned 
will find it satisfactory. 


Tacoma Considers Use of 
Weekly Pass 


Members of the City Council of Ta- 
coma, Wash., will be addressed by Wal- 
ter Jackson, street railway expert, who 
is making a survey of the Tacoma 
railway system. It is expected that 
Mr. Jackson will explain to the Coun- 
cil in detail the pass system suggested 
by him for use on the lines of the 
Tacoma Railway & Power Company. 

A preliminary conference was held 
recently by Mayor A. V. Faweett, 
Frank R. Spinning, state supervisor of 
transportation, department of public 
works, Mr. Jackson and J. Charles 
Dennis, city attorney. The whole mat- 
ter now rests on the price for these 


passes submitted by the Tacoma Rail- 
way & Power Company, according to 
Mayor Fawcett, and this price cannot 
be determined until Mr. Jackson com- 
pletes his survey of the entire trans- 
portation system. 

Mr. Spinning expressed the opinion 
that if the price for the pass is right, 
its use would be the best thing for 
the city. Mayor Fawcett, while still 
holding to the hope of a 5-cent fare for 
the city, stated that he could see where 
the pass system might be of benefit to 
working men who would use it regu- 
larly every day and who could then 
turn it over to some other member of 
the family for use during the evening. 

In an interview which he gave to the 
Tacoma Times shortly after his arrival 
in that city Mr. Jackson is quoted as 
saying: 

I am not absolutely certain that the 
weekly pass system would do for Tacoma. I 
believe, however, that conditions here are 
favorable. All street railways have one 
failing in common—the tremendous waste 
of service. The Tacoma street railway, I 
have found, is no exception. 

The problem, I believe, is to make the 
street railway more of a business than an 
industry, to sell more rides to the people, 
to sell them by way of the weekly pass so 
that people may ride more economically 
and ride when they want to ride. I be- 
lieve the weekly pass quickens the entire 
life of the city, improves business, and is 
more popular with the people than the 
straight fare system. 

Though I have been in Tacoma before, I 
put in Sunday walking all over the city. 
I first want to put myself in the position 
of the citizen who patronizes the street 
railways. I have not gone into any of the 
figures with Richard TT. Sullivan, the local 


manager, as yet, but I will do all that 
later. 


People Vote for Railway Service 


By popular vote of more than four 
to one, Sault Ste. Marie, Mich., de- 
cided that it could not get along with- 
out street railway service. At an elec- 
tion held on June 26 it freed the Sault 
Ste. Marie Light & Traction Company 
from the franchise obligation of paving 
between tracks and thus made it pos- 
sible for the cars to continue in opera- 
tion. 

Three years ago the company was 
taken out of a receivership and during 
that time fell more than $17,000 short 
of operation costs’ in its total gross 
revenue. Recently, it was decided to re- 
surface the main business thorough- 
fare of the city, and according to the 
ancient franchise the company was in- 
formed its share would be about $5,000. 
The company informed the city that 
the money was not on hand and that 
the operation losses had ruined the 
company’s credit. No legal means of 
relief was’ available, so the company 
went before the Michigan Public Util- 
ities Commission and asked the right to 
suspend operations entirely. 

The commission granted the com- 
pany’s request, effective on July 15, 
provided that no means of relief ap- 
peared before that date. The city then 
called a special election to permit the 
voters to express themselves. When 
the ballots were counted, it was found 
that 1,023 persons. had voted to re- 
lieve the company from paving as 
against 223 opposed. Sixty per cent 
was needed. 
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Plan Under Way 
Committee Has Several Undertakings 


in Prospect — Cincinnati Traction 
to Be Reorganized 


A reorganization of the Cincinnati 
(Ohio) Traction Company, scaling 
down of the capital and the dissociat- 
ing of the company from all other con- 
tributory companies not directly in- 
terested in the operation of an electric 
railway system are some of the things 
‘to be undertaken by members of 
Mayor George Carrel’s street and rail- 
way committee formed on June 27. 
Mayor Carrel has already announced 
his plans to the committee. The move- 
ment for an investigation of the trac- 
tion situation has been on since the 
beginning of the Carrel administration. 

It is the aim of the municipal officials 
to bring about an arrangement where- 
by the city will deal only with one 
company directly. It is believed that 
the City Council will work hand in hand 
with the street railway committee for 
a one-way street plan which will fit in 
with the decisions of the traction ar- 
rangements. Traction company  offi- 
cials have expressed their willingness 
to co-operate with the Mayor’s com- 
mittee. The committee named by 
Mayor Carrel really is a combination 
of several committees which will work 
as one body, combining the ideas of 
each unit. 

Besides the general citizens’ com- 
mittee there will be representatives 
named by organizations. Another unit 
will be made up of city officials; this 
unit will be headed by Mayor George 
Carrel. 


CoUNCIL WILL BE REPRESENTED 


Frank Duttenhofer, chairman of the 
street railway committee of Council, 
and Councilman Clifford Martin will 
represent City Council. During the 
wind-up of the administration of the 
late Mayor John Galvin the traction 
situation became acute and a traction 
committee was named by the Mayor. 
The new franchise ordinance was 
drawn up by the Galvin committee and 
the financial reorganization phase of 
the traction problem extended over into 
the present administration. 

The appointing of the committees 
and the work which is to follow are 
the outgrowth of a letter sent to W. 
Kesley Schoepf, president of the com- 
pany, by city officials on Jan. 1 of this 
year. In this letter it was said by the 
officials that a readjustment and scal- 
ing down of capital and a reduction of 
fixed charges in the minds of the 
officials would do a great deal to help 
the situation. It also was said that a 
readjustment or consolidation of the 
companies now involved in the traction 
system should be brought about so that 
the city could deal directly with one 
organization. 

Mr. Schoepf consented to the plan of 
the city officials and the action of 
Mayor Carrel put the entire affair upon 
an active basis. 

At the organization meeting of the 
committee, Mayor Carrel was desig- 


nated chairman; Edward J. Dempsey, 


vice-chairman, and Mrs. Wilmer Craw- 
ford, secretary. Walter Draper, vice- 
president of the Cincinnati Traction 
Company, was present, as were Rufus 
B. Smith and Robert Taft, who repre- 
‘resented the Cincinnati Street Railway. 
General plans of the committee were 


discussed, and while no definite action 


was taken it was decided that the enor- 
mous task which confronted the may- 
or’s organization would be gone into 
at once. Night meetings are to be held 
and no time is to be wasted in working 
out the various phases of the situation. 

Mr. Draper said that his presence was 
for the purpose of informing the com- 
mittee that the traction company would 
be only too glad to furnish complete 
and full data desired by the members. 
Mr. Draper gave a sort of résumé of 
the affairs of the Ohio Traction Com- 
pany, Cincinnati Car Company and 
Cincinnati Street Railway. 


Franchise for New Interurban 
in Prospect 


Promoters of the Houston & Bay- 
shore Interurban, which is to extend 
from the City of Houston, Tex., down 
the Houston Ship Channel to the shore 
of Trinity Bay, thence around the bay- 
shore, touching the various resorts, and 
summer colonies, have reached an 
agreement with the City Council over 
the form of franchise that will be 
granted. The promoters and the city 
had been in a controversy that appeared 
for a time as likely to disrupt plans to 
the extent of causing promoters to call 
the project off. The franchise is being 
sought by John H. Kirby, wealthy lum- 
ber man of Houston, under an agree- 
ment to transfer it to a company to be 
organized, the first directors of which 
shall be himself, John 8S. Bonner, Hous- 
ton oil man, and W. C. Munn, Houston 
merchant. Col. J. F. Wolters is at- 
torney for the promoters. 

Under the agreement, the city of 
Houston will grant a franchise for the 
line, including permission to use the 
tracks of the Galveston-Houston Inter- 
urban. The total mileage will be 37 
miles and an extension into Texas City 
to connect with an hourly ferry service 
into Galveston is contemplated soon. 
Construction must start by March 1, 
1928. 


Chicago Men Voting on Wage Cut 


Union conductors and motormen of 
the Chicago Surface Lines were ex- 
pected to vote during the week ended 
July 8 on the question of accepting the 
proposal of the management for a re- 
duction in wages. The terms of the 
offer were kept secret, the only an- 
nouncement being that labor would 
have to stand the greater part of a 
$9,000,000 cut in operating expenses 
made necessary by the loss of revenue 
under a 7-cent fare. A committee rep- 
resenting the company and the men has 
been in session for several weeks con- 
sidering how the situation can -be 
helped. 


$462,395 for Improvement 


Half Million Will Be Spent by Dallas 
Railway in Return for Six-Cent 
Fare Extension 


The city of Dallas, Tex., and the Dal- 
las Railway have settled the contro- 
versy involving the extension of the 6- 
cent fare and the expenditure by the 
company of approximately $500,000 in 
extensions and betterments. The city 
has agreed to extend the 6-cent fare 
for a period of one year from June 27, 
and in return the railway has agreed 
to expend approximately $500,000 
within a‘ period of eighteen months in 
improvements, betterments and exten- 
sions, as directed by the city authorities. 


Court ACTION WAS THREATENED 


The settlement followed what had 
appeared to be an inevitable break be- 
tween the city and the company. The 
city had threatened to relicense jitneys 
and permit them to operate unhampered 
as a club with which to whip the com- 
pany into line. On the other hand, the 
officials of the company had threatened 
to bring action in Federal Court seek- 
ing relief from what they termed con- 
fiscatory fares. 

The ordinance providing for the ex- 
tension of the 6-cent fare was based on 
a report by Supervisor of Publie Utili- 
ties J. W. Everman, submitted on June 
17, in which the officials of the railway 
set forth what they agreed to do in the 
way of extensions. and betterments. 

The improvements are divided into 
three groups. The first group includes 
the Lindsley Avenue extension from 
Stonewall Street to Christler Avenue 
in connection with the Forney Avenue 
line to be built by the Texas-Interurban 
Company for the Terrell Interurban, as 
set out in the Everman report, esti- 
mated to cost $110,000; the rebuilding 
of Lamar Street from the Santa Fé 
Railroad to Alexander Avenue, paving 
of intersections and parking of the 
balance of track, estimated to cost $30,- 
000, and the Haskell Avenue extension 
from State Street to Cole Avenue at the 
North Dallas High School, estimated to 
cost $50,145. 


Oak CLIFF LINE 


The second group includes the Oak 
Cliff cross-town line, estimated to cost 
$11,000; rebuilding of the Live Oak 
Street tracks, estimated to cost $60,000, 
and rebuilding and paving of Forest 
Avenue between Meadow Street and 
Second Avenue, estimated to cost- 
$35,000. 

The third group includes a _ single 
track extension on Second Avenue to 
the T. & N. O. Railroad, estimated to 
cost $15,000; the Myrtle Street exten- 
sion, estimated to cost $15,000; rebuild- 
ing and paving of Knox Street from 
Cole Avenue to the M., K. & T. Rail- 
road, estimated to cost $19,000, and re- 
building and paving of Munger Avenue 
between Peak and Haskell Avenues, es- 
timated to cost $16,980. } : 

While the. total cost of these improve- 
ments will amount to from $30,000 to 
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$60,000 more than the funds available 
for improvements ‘and extensions dur- 
ing the coming year, according to es- 
timates of both the city and the com- 
pany, the company nevertheless agrees 
and obligates itself to make these im- 


provements within eighteen months, re- 


‘6-cent fare if conditions twelve 


-gardless of business conditions or the 
‘amount of its revenues. 


In the proposal accepted by both the 
city and the company the company 


states that: 


We believe that operating costs during 


the next eighteen months will be so heavy 


that as a matter of justice to the company 
the 6-cent fare should continue at least 
during the eighteen months period of con- 
struction, but inasmuch as your honorable 
body has indicated an unwillingness to 
eontinue said fare for a longer period than 
twelve months at a time we _ accept 
twelve months’ extension, relying upon the 


_sense of fairness and justice of the Board of 


Commissioners again to extend the said 
months 
from now warrant such extension. 


The company further agrees that it 
will not request or permit any part of 
its earnings, during the year the 6-cent 
ordinance is in force, to be applied 
to the payment of the past deficit on its 
7 per cent authorized return. This was 
the issue over which the controversy 
originally started in March, when the 
company sought to apply $111,000 sur- 


plus to payment of back dividends, and 


Mayor Aldredge insisted the surplus 
should be used for improvements and 
extensions. The $111,000 surplus was 
returned to the treasury. 

The ordinance extending the 6-cent 
fare for a period of twelve months from 
June 27 and embodying the proposal as 
accepted by the city and company was 
passed by the Board of Commissioners 
under an emergency clause. 

Work on the improvement called 
for under the agreement will begin at 
once, according to W. M. Holland, presi- 
dent of the company. 

In consideration of the city continu- 
ing the 6-cent fare ordinance for a 
maximum period of twelve months from 
June 27, 1922, the railway has formally 
agreed to make, within a period of 
eighteen months from June 27, 1922, 
the following improvements: 


PROGRAM OF IMPROVEMENTS 


Estimated 

First Group Cost. 
Lindsley Avenue extension from 
Stonewall Street to Cristler 
Avenue in connection with 
the Forney Avenue line to be 
built by Texas Interurban Ry. 
Co. as set out in Everman Re- 


$110,000 


Avenue, paving intersections 
and parking balance of track. 

Haskell Avenue Extension 

Second Group 

Oak Cliff cross-town line..... 5 

Rebuilding Live Oak Street 
POPU ae, Wise Naks ars hae wo o's Se 

Rebuilding and paving Forest 
Avenue between Meadow 
Street and Second Avenue... 

Third Group ! 

Single track extension on Sec- 
ond Avenue to T. & N. O. Rail- 
road ics <> Riek Be feign OH ahaa bist 

Myrtle Street Extension....... 

Rebuilding and paving Knox 
Street from Cole Avenue to 
_Katy Railroad 

Rebuilding and paving Munger 
Avenue between Peak and 
Haskell ..... 


30,000 


111,000 
60,000 


35,000 


15,000 
15,000 


19,000 


16,980 
$462,395 


Pe ee ee 


: . One-Man Cars Operate 


Commissioner Hopes New Type Will 
Reduce Toledo- Expenses—Lower 
Fares the Objective 


Following the approval of the Mayor 
and several members of his cabinet the 
new converted one-man cars were 
placed in operation by the Community 
Traction Company, Toledo, on the 
Bancroft Belt line on July 1. The city 
officials, with Street Railway Commis- 
sioner Wilfred E. Cann and newspaper 
men, made a trial trip in one of the 
cars earlier in the week. 


OLp CARS BEING CONVERTED 


Ten of the old 600-type cars were 
fitted with turnstiles at rear door, new 
dead-man type controller, several new 
seats, watt-meters, and fare boxes 
placed at the left of front door. The 
cars were also repainted and thoroughly 
overhauled. At the conclusion of the 
trial President Frank R. Coates an- 
nounced that sixty of the same type of 
cars would be converted into one-man 
cars and put into operation on a num- 
ber of lines. The operators are given 
55 cents an hour for operation of this 
type of car—an advance of 5 cents an 
hour.above the maximum for all other 
platform men. 

In speaking to a group of business 
men recently the commissioner said 
that independent buses had taken away 
from the car lines about $400,000 in 
the last sixteen months during which 
time the Milner service-at-cost ordi- 
nance has been in effect. He said that 
$100,000 in added street car service 
would easily have provided equivaient 
service to what the buses added and 
that would have left $300,000 to go 
into the fare stabilizing fund. The re- 
sult, he said, would have been lower 
fares at the present time. 


. 


Many Passengers Overcome 
by Fumes in Subway 


About 150 passengers on a ten-car 
Jerome Avenue express train of the 
Interborough Rapid Transit) Company, 
New York, N. Y., were partially 
asphyxiated on July 6 when gas swept 
through the train, stalled by a short 
circuit in the Lexington Avenue sub- 
way, about 100 feet below the street 
and just north of Fifty-ninth Street. 
Although ninety persons were reported 
by the police as receiving medical atten- 
tion, only two of the twenty who re- 
mained in hospitals on the night of July 
6 were in serious condition. 

Both the railway and the New York 
Transit Commission are investigating 
the causes which led up to the accident. 
Both the railway and the commission 
agree, however, from their’ initial 
studies of the matter that a short cir- 
cuit developed in a car near the middle 
of the train in the left hand forward 
corner of the car where the electrical 
apparatus is enclosed behind the metal 
panel. The are which developed was so 
intense that it destroyed all the 
switches, wiring, terminals, connections 


and insulation. 


The Pyrene fire ex- 
tinguishers with which the car was 
equipped were used to put out the fire, 
but the smoke generated by the burn- 
ing insulation, together with the fumes 
from the fused metal, more or less con- 
fined by the circumstances, resulted in 
a number of people being overcome. 

In the report of the Transit Com- 
mission the statement was made that 
the injury caused by the smoke was 
“possibly augmented by the fumes 
from the chemcials of the fire ex- 
tinguishers,” and the same charge was 
made more directly by city officials. 

Passengers made their way to the 
street through the emergency exits lead- 
ing to the sidewalks. 

A statement by Frank Hedley, presi- 
dent of the company, follows in part: 


It is impossible to determine just what 
caused the short circuit to start, because 
everything was destroyed; the smoke came 
from the burning insulating material to- 
gether with vapors of the metals which 
were fused ; the train crew acted promptly 
in causing the power to be shut off, and it 
was kept off for nearly two hours in the 
interest of the safety of passengers so that 
by no possibility could any trains be moved 
into the zone affected by the smoke and so 
that no further short circuits might be 
caused upon the stalled train; when every- 
thing was found to be safe the power was 
restored. 

The train was provided with Pyrene fire 
extinguishers, which were used by the train 
crew in an effort to subdue the flame and 
prevent the smoke, but without success, as 
the arc was too intense; it is a mistake 
to place the cause of the smoke upon the 
fire extinguishers; they are standard every- 
where and are approved by the Fire Under- 
writers’ Association and by the United 
States Government. The electrical ap- 
paratus which short-circuited was inspected 
and tested last week and found in good 
order in every respect. 

While such short circuits have happened 
before, they have always been checked be- 
fore any considerable noxious vapor de- 
veloped ; we have already started our elec- 
trical and other technical men making 
studies to see what if any improvements 
can be devised to prevent a recurrence of 
such an event. I regret very much the 
trouble and suffering caused to the passen- 
gers and I hope that no serious injury may 
result after the immediate effects of the 
fumes pass away. If further investigations 
develop any new facts they will promptly 
be made public by me. 

The commission said: 

Our engineers and experts are investigat- 
ing the accident. Until their reports are 
received the commission will not undertake 
to determine what additional safeguards, 
if any, it is possible to devise and install 
in the subway to prevent accidents of this 
character. 


No Attempt Being Made to Cir- 
culate Franchise Petitions 


Recently a franchise was offered to 
the Council of Saginaw, Mich., for 
presentation to the electors, but the 
Council declined to submit it unless the 
citizens’ committee, which had spon- 
sored the plan in conjunction with the 
receiver of the Saginaw-Bay City Rail- 
way, presented a sufficient number of 
signatures to the Council to call for 
an election. This position was taken by 
the Council although the election would 
not have cost the city a dollar as under 
the state constitution all public utility 
franchise elections must be paid for by 
the company asking for the contract. 
As yet the petitions have not been pre- 
sented although the committee received 
the decision from the Council several 
weeks ago. As far as is known, no at- 
tempt has been made to circulate them. 
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Successor Organized 


Final Details Carried Out in Reorgani- 
zation of Third-Rail Line 
Out of Chicago 


The final steps in the reorganiza- 
tion of the Third-Rail Division of the 
Aurora, Elgin & Chicago Railroad were 
taken on July 3 with the delivery of 
the deed of this property to the Chi- 
eago, Aurora & Elgin Railroad and 
the election of permanent officers and 
directors of that company. 

The officers of the new company are: 
Thomas’ Conway, Jr., president; Edwin 
C. Faber, vice-president; J. H, McClure, 
vice-president and general manager; 
‘Gordon B. Anderson, treasurer, W. D. 
Turner, secretary, and Alfred HK. 
Pfahler assistant secretary, and B. P. 
Alschuler, attorney for the company. 

The board of directors of the new 
railroad consists of Thomas Conway, 
Jr., chairman of the board; F. G. Ad- 
amson; George E. Hunter; Frank W. 
Renwick; Lewis B. Williams; Alfred 
E. Pfahler; W. D. Turner; E. C. Faber 
and B. P. Alschuler. 


MAny Directors LocaL MEN 


A majority of the members of the 
board of directors are prominent local 
citizens representative of the commu- 
nities served by the property. Fred G. 
Adamson is with the Stephens-Adamson 
Company, Aurora; George E. Hunter is 
superintendent of the Elgin National 
Watch Works; Frank Renwick, Geneva, 
Til., is president of the Chicago Gravel 
Company; Lewis B. Williams is a mem- 
‘ber of the firm of Hayden, Miller & 
‘Company, Cleveland, Ohio, is a director 
of the Federal Reserve Bank of Cleve- 
land, and is a director and treasurer of 
the Nickel Plate Railroad; W. D. Tur- 
mer is a member of the firm of M. B. 
‘& H. H. Johnson, Cleveland, Ohio, and 
served as counsel for the bondholders 
‘protective committee throughout the 
receivership and reorganization; A. E. 
Pfahler resides in Philadelphia and 
represents an extensive group of in- 
-vestors in Pennsylvania and New Eng- 
land. 

The directors voted to authorize the 
creation of a new mortgage and for 
the immediate issuance and sale, sub- 
ject to the approval of the Illinois Com- 
merce Commission, of $1,050,000 of 
bonds thereunder, the proceeds of 
‘which will be used to finance the new 
construction work. 

The stone ballasting of the main 
line from Chicago to Wheaton was au- 
thorized. This ‘work is already under 
way, several miles of line having been 
put in shape in and near Maywood. 

Extensive improvements in the 
power plant were authorized which will 
effect further economies in the genera- 
tion of power. 


The board authorized extensions to 
be made to the Wheaton car shops nec- 
essary to take care of the growing 
volume of maintenance and inspection 
work on the equipment, required by 
the growing traffic of the company. 

Construction of a new freight house 
in Aurora to be located on North Broad- 
way was also authorized. 

The purchase of twenty new all-steel 
cars was authorized by the board and 
negotiations are now in progress for 
placing the order for this equipment. 

An extensive program for increasing 
substation capacity was also author- 
ized, providing for the erection of two 
new substations and for extensive 
changes in the existing substations. 

The completion of the improvements 
authorized by the board of directors 
will enable the company to give a 
standard of service never heretofore 
possible. 


Extension of Time in Pittsburgh 


C. K. Robinson, special city solicitor 
at Pittsburgh, Pa.,,in charge of public 
utility legislation, has received official 
notification of the approval by the 
Public Service Commission of a peti- 


tion requesting an extension of time. 


for the appointment of a traction con- 
ference board for reorganization of the 
Pittsburgh Railways as provided in the 
agreement which has been reached by 
the city, the railway and the Philadel- 
phia Company. 

Under the terms of the agreement, 
the board should have been named not 
later than June 1. The date has been 
extended to Aug. 1. Four boroughs 
have approved the reorganization 
agreement, Mr. Robinson said, and 
others, are considering it. The board 
will be appointed after each borough 
and city outside of Pittsburgh has 
taken action. Mr. Robinson said that 
the necessary legal steps to terminate 
the receivership probably would be 
taken by July 1. 


Eliminates Duplication of Service 


The Tenth Street car line, owned and 
operated by the Idaho Traction Com- 
pany, will be abandoned, and the Eighth 
Street line, owned by the Boise Rail- 
road, will be turned over to the former 
company, under the terms of an ar- 
rangement which has just been made by 
officials of both companies and the 
Mayor and City Council. This move, 
officials explain, is made with the view 
of eliminating duplication of service by 
both lines. Under the terms of the 
agreement the Idaho Traction Company 
assumes the liabilities of the Eighth 
Street line and turns over to the Boise 
Railroad approximately six blocks of 
rails and ties now in use on Tenth 
Street. 


Another Reorganization 


Peru Division of Winona Road Will 
Become a Separate Company— 
Prospects for Success Bright 


The Goshen Division of the Winona 
Interurban Railway, Winona, Ind., is 
to be reorganized separately from the 
Peru Division. This course has been 
decided upon following conferences 
with representatives of the holders of 
the bonds of the Peru division. In the 
opinion of the committee representing 
the holders of the first mortgage bonds 
secured by the Goshen division, the 
relative earnings of the two divisions 
of the 
definitely established and it now seems 
clear that no plan of financial reorgan- 
ization of the two divisions as a whole 
could be devised which would equitably 
recognize the larger earning power of 
the Goshen division. 

The Winona Interurban Railway was 
placed in the hands of a receiver on 
July 24, 1916, upon application of the 
First Trust & Saving Bank, trustee, 
representing the holders of the first 
mortgage bonds secured by pledge of 
the property of the Goshen Division. 
Since then the accounts of the two 
divisions have been kept separately. 
Prior to the receivership, $700,000 of 
the authorized issue of $750,000 of 
bonds had been sold, with the other 
$50,000 pledged as collateral for loans. 
The loan covered by the bonds pledged 
as collateral was not repaid so the 
collateral was foreclosed, making $750,- 
000 of bonds outstanding. 

The Goshen Division will be fore- 
closed and title conveyed to the Winona 
Northern Railway, which will have an 
authorized capital stock of $750,000. 
It will issue $572,500 of stock and 
$187,500 of 6 per cent twenty-year first 


~mortgage bonds in payment for the 


property. Under the terms of the pro- 
posed reorganization each holder of 
$1,000 of bonds of the Goshen division 
who accepts the plan will receive in 
exchange for his bond fifteen shares of 
stock of a par value of $50 and $250 
in bonds. Upon completion of the re- 
organization of the Goshen division 
bondholders will have received $187,500 
of bonds and $572,500 of capital stock 
in lieu of the bonds now held. The 
cash in the receiver’s hands assignable 
to the Goshen division will be used for 
working -capital and to pay the ex- 
penses of the reorganization. 


Heim Interests After Belt Line 


The Kansas City-Outer Belt Railway 
may be sold to J. J. Heim and other in- 
terests owning the Kansas City, Kaw 
Valley & Western Railway, an electric 
railway. Mr. Heim’s agents were high 
bidders at the sale of the Outer Belt on 
June 28, but the sale is held up ten days 
at the instance of the bondholders. If 
the sale is confirmed the Outer Belt will 
be made an electric railway for ter- 
minal and industrial district service. 
Construction of the road was started 
about seven years ago, but the line was 
never completed. 
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New Expert to Testify 


M. R. Maltbie Will Assist D. F. Wilcox 
in Minneapolis Valuation—Report 
Shows Possible Savings 


The City Council of Minneapolis, 
Minn., on June 30 authorized city at- 
torney Cronin to engage the services 
of Milo R. Maltbie of New York to as- 
sist in the valuation of the Minneapolis 
Street Railway. Dr. Maltbie will assist 
Delos F. Wilcox, the city’s present val- 
uation expert, at the coming hearing 
before the Minnesota Railroad & Ware- 
house Commission for the determina- 
tion of a fare that will make a fair 
return on the company’s investment. 


EXPERT ESTIMATES INCOME 


Dr. Wilcox on June 23 made a re- 
port to the Council pursuant to a re- 
gent resolution instructing him and the 
city attorney, Neil M. Cronin, to make 
a plea before the commission for a 
lower rate of fare than the 6 cents 
straight now prevailing. It shows the 
saving to patrons resulting from re- 
ductions down to the old rate of 5 
cents straight. 

The estimated present income under 
the 6-cent fare is annually $2,502,653, 
6 per cent on an investment of $41,- 
710,899, or 8 per cent on $31,238,174, 12 
per cent on $20,855,449 and 16 per cent 
on $15,641,587. A reduction of 1 cent 
‘in fare would mean a drop of $1,359,977 
in passenger revenue to the company, 
~while a one-fourth cent reduction 
-would mean a loss of $339,874. On the 
other hand a 6-cent cash fare with four 
tickets for 22 cents, or an average of 
5.6 cents per passenger, would return 
an operating income of $1,956,855, a 
return of 6 per cent on $32,647,590 or 
14 per cent on $13,991,824. A 6-cent cash 
fare with five tickets for 25 cents, an 
average of 5.1 cents per passenger, 
-would return an income of $1,279,107, 
or 6 per cent on $21,318,461, or 9 per 
‘cent on $14,212,307. A straight 5-cent 
fare would bring in an income of 
$1,143,157, or a return of 6 per cent on 
$19,071,929, or 8 per cent on $14,- 
°289,471. This is on the basis of 1921 
passenger traffic and revenue. 


ADJUSTMENTS CONSIDERED TO BE 
NECESSARY 


According to the report certain ad- 
-justments should be made not con- 
‘tained in the emergency report of last 
August to the commission relating to 
distribution of interest, depreciation 
and taxes as an element in the cost of 
“power and shop work; elimination of 
‘expenses operating the Fort Snelling 
-extension and the Columbia Heights 
-extension, the latter in Anoka County, 
and the former in Hennepin County, 
“but on the government reservation. 
‘Under the theory of the Brooks-Cole- 
“man act these latter expenses must be 
eliminated as the fare to be fixed must 
be based on operation and valuation 
‘of property within the city limits. 

The report reads iin part: 


__ Conditions have radically changed since 
last year. ‘The neutral zone has been 
:abolished and the 60-50 -rule of division in 
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intercity lines abandoned, resulting in a 
large increase in the gross revenue and net 
operating income of the Minneapolis Street 
Railway. Wages of employees were re- 
duced at the beginning of the current year 
an average of approximately 12 per cent. 
The number of car-miles run in proportion 
to the number of passengers carried has 
also been reduced. 

To arrive at a reasonable approximation 
of the company’s true annual operating in- 
come under conditions that will prevail 
when the valuation is determined and the 
permanent fare fixed, I have taken the net 
operating income for the first five months 
of 1921 and have found what proportion it 
is of the total operating income for the 
full year of 1921. I have then taken the 
net operating income for the first five 
months of 1922 and have estimated for the 
full year 1922 using the same proportion. 

The total annual passenger revenue of 
the Minneapolis Street Railway under the 
6-cent fare, and the amounts by which this 
revenue would be reduced with the average 
fare paid lower than 6 cents, are approxi- 
mately as follows: ; 


Passenger revenue as reported by 


company for 1921 ........... $7,927,173 
Addition by adjustment of inter- 

city line division |............. 229,804 
Revenue on a 6-cent fare........ $8,156,977 
Reduction of 1 cent........... 1,359,496 
Reduction of 7% cent........... 1,223,547 
Reduction” of «2. Cent..-........ 1,019,622 
Reduction of  % cent........... 815,698 
Reduction of 4 cent...<....... 679,748 
Reduction of 7 cent........... 543,798 
Reduction of 4% Cent........... 453,165 
Reduction of % cent........... 339,874 


Sale of Collateral Ordered 


Judge Julius M. Mayer has ordered 
the sale at public auction of 339,128 
shares of capital stock of the Inter- 
borough Rapid Transit Company, New 
York, N. Y. The order was issued on 
petition of the Empire Trust Com- 
pany, as substitute trustee and succes- 
sor to the Windsor Trust Company, 
James R. Sheffield as trustee in bank- 
ruptey for the Interborough Consoli- 
dated Corporation, and committee of 
bondholders. 

The sale, it was explained, is de- 
signed to eliminate the Interborough 
Consolidated and its bondholders, who 
will become ‘stockholders in the Inter- 
borough Rapid Transit Company. This 
conversion, effected legally through the 
sale of the stock, will simplify sub- 
sequent transactions involving the 
finances of the Interborough companies. 
Ninety per cent of the bonds have al- 
ready been deposited. ° The sale was 
ordered for not earlier than Aug. 1. 

The certificates are hald by the Em- 
pire Trust Company as collateral for 
a bond issue amounting to $70,000,000, 
under a trust agreement of March 5, 
1906, made by the Interborough-Met- 
ropolitan Company, the predecessor to 
the Interborough Consolidated Corpo- 
ration, to the Windsor Trust Company, 
for which the Empire Company is now 
acting. 

Of these bonds $63,808,600 are now 
outstanding, and are due and payable 
as a result of the bankruptcy. Inter- 
est charges in addition to this amount, 
are $11,362,158, making total debt on 
bonds plus interest $75,170,758. 

Bonds of the Interborough-Metro- 
politan amounting to $4,017,000 held 
by Mr. Sheffield were ordered surren- 
dered to the Empire Trust Company 
for caneellation. 

Judge Mayer appointed Mr. Sheffield 
to act with the trust company as spe- 
cial master in the sale. 
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$120,000 Involved in Power 
Dispute 

Judge Kimbrough Stone has author- 
ized Francis Wilson and Fred W. Flem- 
ing, receivers of the Kansas City Rail- 
ways, to sell the surplus energy of the 
railways power plant and any additional 
surplus which might be produced above 
the company’s requirements at a price 
which in their opinion would be profit- 
able to the railways “estate.” 

An additional order, permitting the 
receivers to sue the power company for 
$120,000 or such amount as they con- 
sidered due the railway under the old 
“stand-by” agreement, has also been 
granted by Judge Stone. The receivers, 
it is set out in the order, might adopt 
the alternative of submitting testimony 
in the “stand-by” litigation to John T. 
Harding, special master, for settlement. 

The railway and the Kansas City 
Power & Light Company, which prior to 
1916 were one, were divorced by order of 
Judge Hook. The railway then entered 
into a contract with the power company 
to furnish it current. In April, 1921, 
the old contract between the companies 
expired. An agreement, known as the 
“standby,”’ was made at that time, ac- 
cording to James E. Goodrich, counsel 
for the receivers. 

Under the terms of the agreement, 
Mr. Goodrich said, the light company 
was to pay to the railway $10,000 a 
month for twelve months for the as- 
surance of the railway that in the event 
of a breakdown, at the power com- 
pany’s plant, the railway would be pre- 
pared to furnish 10,000 kw. an hour. 
The energy used in event of a break- 
down, was to be paid for at an agreed 
rate in addition to the $10,000 guar- 
antee. 


Surface Line Valuation Figures 
Presented 


Valuations of their properties more 
than double those of the engineers of 
the Transit Commission were submitted 
on June 29 for the Eighth Avenue Rail- 
road and the Ninth Avenue Railroad.- 
These surface lines were formerly part 
of the New York Railways under lease 
and are now operated by their owners. 

The Eighth Avenue Railroad estimat- 
ed the value of its property at $8,862,- 
159, on the basis. of cost to reproduce 
new at 1919 prices. The estimate of 
the commission’s valuation bureau was 
$1,350,000 for “property used in opera- 
tion” on the basis of “original cost less 
cost to put in first-class condition.” 
More nearly comparable with the com- 
pany’s figures was’ the Valuation 
Bureau’s estimate of $3,732,226, on the 
basis of cost to reproduce at 1921 prices, 
with $11,969 additional for property 
not used in operation. 

The Ninth Avenue Railroad estimat- 
ed the value of its property on the 1919 
cost to reproduce basis at $6,121,133. 
The commission’s “original cost” esti- 
mate was $1,269,470 and its estimate on 
the basis of 1921 reproduction cost was 
$3,002,249 with $22,959 additional for 
property not used in operation. 
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Financial 
News Notes 


Director —W. O. 


New Twin City 
Washburn, managing director for the 
American Hoist & Derrick Company, 


St. Paul, Minn., has been elected a 
director in the Twin City Rapid Tran- 
sit Company to succeed W. A. Read, 
deceased. 


Protective Committees for Ithaca 
Issues._-A committee of bondholders is 
now being formed for the purpose of 
protecting the interests of the holders 
of the following three issues: $175,000 
of Ithaca (N. Y.) Street Railway first 
mortgage 6’s due July 1, 1922; $75,000 
of Ithaca Street Railway second mort- 
gage 6’s due July 1, 1922, and $25,000 
of Cayuga Lake Electric Railway first 
mortgage 6’s due June 1, 1922. 


Announces Bond Issue.—The Georgia 
Railway & Power Company, Atlanta, 
Ga,. has made application to the State 
Railroad Commission for authority to 
issue $3,500,000, par value, twenty-five 
year 6 per cent general mortgage gold 
bonds. The bonds are to be dated April 
1, 1922, and are to mature April 1, 1947. 
The proceeds are to be used in paying 
for extensions and improvements. 


-. Income for Eleven Months Reported. 
—For the eleven months ended May 31, 
1922, the Brooklyn (N. Y.) Rapid 
Transit System reports a gross. in- 
come of $10,939,493 against $3,375,404 
for the eleven months’ period ended 
May 31, 1921. With total income de- 
ductions amounting to $8,124,110 the 
net income for the 1922 period was 
$2,815,383 against a deficit a year ago 
of $5,045,791. 


Another Dividend at Worcester.— 
The directors of the Worcester (Mass.) 
Consolidated Street Railway have de- 
clared a semi-annual dividend of $2.50 
per share on the preferred stock pay- 
able on July 1 to holders of record of 
June 20. This is the second distribu- 
tion on the preferred shares since De- 
cember, 1917, and reduces the divi- 
dends in arrears to $17.50 per share. 
A like amount was paid in April last. 


Tracks to Be. Abandoned.—The re- 
ceivers of the Pittsburgh (Pa.) Rail- 
ways have received permission to enter 
into a contract with the city to abandon 
the tracks on St. Clair Street and Euclid 
Avenue. At the same time the re- 
ceivers will be allowed to resume oper- 
ation of the streets after twenty years. 
It is claimed that the tracks are very 
little in use, the one car being operated 
to maintain the franchise obligation of 
the Highland Park Passenger Railway, 
a subsidiary of Pittsburgh Railways. 


Low Yield on Refunding Issue.— 
Dillon, Read & Company and Tucker, 
Anthony & Company, New York, N. Y., 
are offering the unsold balance of 
$2,059,000 Manchester Traction Light 
& Power Company first refunding mort- 


gage sinking fund gold bonds, at 93% 
and interest, to yield about 5.40 per 
cent. The bonds, dated Aug. 1, 1917, 
are due Aug. 1, 1952. The company 
owes and operates hydro-electric power 
plants in Manchester and Nashau, 
N. H., and nineteen surrounding towns. 


Railway Pays Debt.—The War Fin- 
ance Corporation announced recently 
that the Commonwealth Railway, Pow- 
er & Light Company, Grand Rapids, 
Mich., has répaid its entire remaining 
indebtedness to the corporation, in the 
amount of $2,216,000. This represents 
the anticipation of indebtedness out- 
standing under two advances, one of 
$676,000 maturing Nov. 1, 1922, and 
one of $1,540,000 maturing May 1, 1923. 
The government advanced $4,800,000. 


Non-operating Lines Sold.—The Nor- 
folk & Bristol Electric Railway, oper- 
ating 22 miles between the two towns 
of that name in Massachusetts, has 
been purchased by Samuel Krueger, 
vice-president of the Capital City Trust 
Company, Trenton, at a receiver’s sale 
recently. The line, which has not been 
in operation for more than a year, 
touches Norwood, Mansfield, Wrentham 
and Hast Walpole. Mr. Krueger says 
that if he does not find a suitable pur- 
chaser who wants to put the line in 
operation he will dismantle the road. 


Sale Postponed.—The sale at public 
auction of the Pottstown & Phoenix- 
ville Railway, Pottstown, ‘Pa., by the 
Norristown Trust Company, has been 
postponed until July 24, at one o’clock 
in the Court House, Room No. 2, at 
Norristown, Montgomery County, Pa. 
No bid for less than $75,000 will be 
entertained. Prospective bidders in 
order to qualify must deposit a certi- 
fied check for $1,000 with the Norris- 
town Trust Company, trustee, one day 
before sale. The sale had been pre- 
viously announced for June 29. 


Favors Discontinuance—The City 
Commission of New Brunswick, N. J., 
has adopted a resolution granting per- 
mission to the Public Service Railway 
to, discontinue service on the Burnet 
Street branch, from Neilson and Albany 
Streets to the Raritan River steamboat 
dock. The tracks will be torn up im- 
mediately. It is believed that the 
Board of Public Utility Commissioners 
will grant the application of the rail- 
way for the abandonment of this line. 
The Burnet Street line has been un- 
profitable for many years. 


Receivership Order Signed—By a 
recent order of Judge Julius M. Mayer 
in the United States District Court the 
authority of Job E. Hedges, receiver of 
the New York Railways, has been ex- 
tended to include the Sixth Avenue 
Railroad. Heretofore this road was not 
included in the receivership of the New 
York Railways. The-road had asked 
that it be made a party defendant in 
the suit brought by the American 
Brake Shoe & Foundry Company. H. 
V. Poor, counsel for the road, said that 
the order was made by Judge Mayer for 
technical and financial reasons and in 
no way affected the present operation 
of the Sixth Avenue line. 


$1,200,000 Short-Term Loan for New 
Orleans.—The New Orleans Railway & 
Light Company, New Orleans, La., has 
arranged for a short time loan at 7 per 
cent, it was revealed, when Judge R. E. 
Foster of the United States District 
Court granted the petition of Receiver 
J. D. O’Keefe for the issuance of 
$1,200,000 of receiver’s certificates. The 
loan was ‘made by the Girard National 
Bank, Philadelphia. It is to run for six 
months from June 1. The receiver said 
the fund would be used in paying for 
the 20,000-kilowatt generator unit be- 
ing added to the Market Street power 
plant, and for the re-enforcement of the 
electric distributing system. 


Foreclosure May Follow.—Sale un- 
der foreclosure may follow default by 
the Concord, Maynard & Hudson 
Street Railway, Maynard, Mass., on 
July 1 of the principal of the $230,000 
of first mortgage bonds. The receiver 
of the company is D. P. Abercrombie. 
He was named for that post on Dec. 
20, 1921, by a decree of the Supreme 
Judicial Court of Massachusetts. A 
committee of bondholders headed by 
A. F..Drammond, treasurer of the 
Waterville Savings Bank, Waterville, 
Me., is seeking a deposit of the bonds 
under a deposit agreement. It is re- 
ported to be the intention of the com- 
mittee to ask the trustees to intervene 
in the receivership proceedings with a 
possible view to sale under foreclosure. 


Extension of Bonds Underwritten.— 
The North American Company, New 
York, N. Y., controlling the United 
Railways, St. Louis, Mo., has under- 
written an extension of the bonds of 
the Cass Avenue & Fairgrounds Rail- 
way. The holders of the $1,640,000 of 
first mortgage extended 4% per cent 
bonds of that company due on July 1, 
1922, are to be permitted to extend 
their bonds with the present mortgage 
security so that they will mature on 
Oct. 1, 1923, the principal to be then 
payable at the office of the Mercantile 
Trust Company, St. Louis. The bonds 
as extended are to bear interest at the 
rate of 6 per cent. The principal and 
interest on. the bonds as extended are 
to be unconditionally guaranteed by 
the United Railways. 

Reorganization Details Being Ar- 
ranged.—Federal Judge George W. 
Ray, at Binghamton, N. Y., has issued 
an order allowing William G. Phelps, 
as receiver, to approve of an offer from 
H. S. Fleming, New York, for the en- 
tire issue of Series “A” Binghamton 
Railway bonds, amounting to $700,000 - 
to be sold to finance and reorganize the 
corporation. The directors of the rail- 
way had previously voted approval. 
Thomas J. Keenan, one of the attor- 
neys for the road, is now preparing an 
appeal to the Public Service Commis- 
sion for approval of the offer so that 
the entire program for reorganization 
of the company may go through. Ar- 
gument of a motion made several 
months ago by the Fidelity Trust Com- 
pany, Buffalo, N. Y., that the receiver 
be discharged and the property sold 
to the highest bidder, was postponed 


indefinitely. 
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Fares Cut in Albany 


Order of Comm‘ssion Advances Rates, 
However, on So-Called Troy Zone 
—Company Accepts Order 


The Public Service Commission on 
June 30 announced that it had fixed a 
uniform rate of fare in all zones of the 
United Traction Company, Albany, 
N. Y., at 7 cents. This ruling reduces 
the fare rate in Albany from 8 to 7 
cents, and increases the rate in munici- 
palities in the Troy zone, including 
Troy, Cohoes and Rensselaer, from 6 to 
7 cents. The order took effect July 6. 

The 7-cent fare in all zones of the 
United Traction Company follows the 

decision of the commission upon the 
petition of the company for an 8-cent 
fare. It follows a number of hearings 
before Chairman Prendergast in which 
the operation conditions of the company 
were reviewed to May 1, 1922. 


Fair RETURN ALLOWED 


The 7-cent fare will give the com- 
pany a return of 8 per cent upon a 
property valuation of $5,850,000. This 
is $3,150,000 less than the claimed 
value by the company of the property 
used by it in giving transportation 
service in the Capitol district. The 
estimate of the company for 1922; sub- 
mitted on the hearing, based on present 
fare rates, showed a deficit of $195,338 
for the year, and based on the 8-cent 
fare or four tickets for 30 cents there 
would be a net income of $61,330. The 
decision of June 30, the commission 
figures, will give the company a rea- 
sonable return based on a valuation of 
$5,850,000. 

The evidence presented at the hear- 
ings showed that riders in the Troy 
zone were not entitled to a lower rate 
than riders in Albany. It was also 
shown that operation in Albany cost a 
little less per car mile than in Troy, 
while the revenue in Albany at the 
present rate is much greater and will 
continue to be greater under the new 
rate. The evidence disclosed that 
profits of operation in the Albany zone 
were applied to losses in operation in 
the Troy zone. 

The new 7-cent fare arrangement 
will result in a reduction in the num- 
ber of zones, leaving two local zones as 
described in the order of June 30, and 
one through zone, the 7-cent fare to 
prevail in each local zone and a 14-cent 
fare in the through zone. It will 
abolish the separate Rensselaer zone 
and permit residents of Rensselaer to 
ride to any point in Albany, and vice 
versa, for the single fare of 7 cents. 

Provision will also be made for the 
redemption at their face value of all 
outstanding metal tokens, or for the 
acceptance of such metal tokens in lieu 
of cash fares. ; 


_ Traffic and Transportation 
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All existing transfer privileges will 
be continued unchanged. 

The through fare between Albany 
and Troy will remain unchanged. 

The order of the commission prescrib- 
ing the new fare is to remain in effect 
until Jan. 1, 1923, and thereafter until 
otherwise ordered by the commission. 

The order of June 30 abolishes the 
existing zones and provides for two 
local zones. A 7-cent fare is good from 
any point to any other point within 
each local zone. These zones are fully 
described in the order. 

The decision ordering the 7-cent fare 
will affect the greater majority of the 
patrons of the United Traction Com- 
pany as the evidence in the investiga- 
tion disclosed the fact that 63 per 
cent of the company’s revenue was in 
the Albany zone, while 37 per cent 
was in the Troy zoae. 

The evidence also showed that the ac- 
tual railway operating revenues for 
the first four months in 1922 exceeded 
the amount estimated by the company 
by approximately 20 per cent, while 
its actual operating expenses exceeded 
the estimate by only 8% per cent. This 
estimate was made before the termi- 
nation of the strike and did not include 
all operating expenses which would 
have to be made by the company, there 
being an inerease of approximately 
$166,000 expenses such as paving, track 
reconstruction, ete., in Troy and Al- 
bany. These expenses could not be 
foreseen at the time the estimate was 
made. 

The order of the commission has been 
accepted by the United Traction Com- 
pany. 


Passenger Rates Inter and 
Intrastate Made Uniform 


A reduction in the rate of passenger 
fare between points in Illinois and St. 
Louis, Mo., has been announced by the 
Illinois Traction System to become ef- 
fective on July 15. A basis of 3 cents 
per mile for the interstate trip will 
prevail after that date, instead of the 
basis of 3.6 cents per mile as at pres- 
ent. The rate within the State has 
been on a basis of 3 cents per mile for 
some years past and the present ad- 
justment of fares is made, according to 
officials of the company, in order to re- 
lieve any discrimination against inter- 
state rates and to produce a uniform 
passenger tariff to apply to travel both 
intra and interstate. Under the new 
tariffs, for example, the present fare 
of $5.82 between Peoria and St. Louis 
will be reduced to $5.21. 

The railway company put into effect 
on July 1 a reduction in freight tariffs 
of 10 per cent, in accordance with the 
recent ruling of the Interstate Com- 
merce Commission affecting all steam 
and electric carriers. 


Jitneys Eliminated 


Commission Believes Service of United 
Electric Adequate—Jitneys Did 
Not Develop as Real Agency 


To take the place of the jitney and 
bus service recently eliminated by the 
Public Utilities Commission, acting 
under provisions of the Joslin jitney 
act of the 1921-22 Legislature the 
United Electric Railways, Providence, 
R. L., will provide adequate transporta- 
tion. This announcement was recently. 
made by A. E. Potter, general manager 
of the company. Besides increasing 
the present service, the company has 
planned to lease buses on the several 
rural lines where they have been au- 
thorized by the Public Utilities Com- 
mission. 

The recent act of the Public Utilities 
Commission practically abolished _jit- 
neys in the State of Rhode Island. 
Only twenty-six of the 391 applications 
were granted by the commission and 
in no case where a route was served 
entirely by an electric line was a bus 
certificate’ issued. On four of the 
routes approved by. the commission 
there are now no transportation facili- 
ties while the other five are served only 
in part by trolleys. 

In its decision the commission said 
that the jitneys during 1921 carried 
17.8 per cent as many passengers as 
the trolleys and that the jitney revenue 
for 1921 was 20 per cent of the gross 
passenger earnings of the electric 
railway. It was of the opinion that the 
railway should have the benefit of the 
additional. revenue “in order that the 
travelling public may have the benefit 
of improved service or a lower fare or 
both, which the receipt of such addi- 
tional revenue would appear to make 
possible in the near future.” 

In. commenting upon the present 
railway service the commission stated 
that the railway service over all or any 
part of the jitney routes was adequate 
and sufficient to meet the demands of 
patrons ‘seeking transportation over 
such lines. The commission also was 
of the opinion that in the seven years 
that jitneys had been operating in 
Rhode Island there had been little if 
any real development as a transporta- 
tion agency; that it was apparent that 
one new set of men after another pro- 
ceeded to engage in the business; that 
for the most part the applicants who 
testified at the hearings had operated 
jitneys for less than two years. 

In concluding the commission ex- 
pressed the hope that the elimination 
of the competition would enable the 
United Electric Railways to offer 
cheaper transportation to the public, 
especially in the suburban area. The 
commission said that the denial of the 
jitney applications placed an added 
responsibility upon the railway to sup- 
ply adequate service at reasonable 
rates, but the commission believed fur- 
ther that those who control the opera- 
tion of the railway under the recent 
financial reorganization appreciate the 
responsibility they must shoulder. 
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Increased Rates Suspended 


The Public Service Commission has 
suspended the proposed increase in 
local fares on the International Rail- 
way in Tonawanda, North Tonawanda, 
Niagara Falls and Lockport until Aug. 
30. The commission also notified, the 
City Council of Buffalo that it could 
not order a reduction in the fare 
charged in Buffalo from 7 to 5 cents 
without the facts upon which to base a 
decision. In the Buffalo case the com- 
mission holds that the burden is on 
the company to justify its present rate 
of fare of 7 cents or four tokens for 
25 cents. The commission will hold 
hearings, if the city so desires, but it 
points out that there is at present an 
examination being made of the books 
of the International Railway to deter- 
mine whether or not the continuance 
of the 7-cent fare is justified. 

The Niagara Falls municipal author- 
ities have engaged John C. Bracken- 
ridge, New York, expert engineer and 
accountant, to handle its fight against 
the proposal of the International to 
raise local fares from 5 to 7 cents or 
four tokens for 25 cents. Mr. Brack- 
enridge had previously been engaged 
by the city of Buffalo in determining 
rate questions with the International. 
He will make a complete survey of the 
company’s records as involves the Ni- 
agara Falls local lines. 

The International has made some con- 
cessions in the rates to be charged for 
interurban commuters’ tickets on the 
Buffalo-Niagara Falls, Buffalo-Lock- 
port and. Lockport-Niagara Falls’ di- 
visions as a result of complaints filed 
with the commission by the municipal 
authorities of Niagara Falls and Lock- 
port. Commuters’ books of fifty single- 
trip tickets formerly sold for $8. The 
company proposed a rate of one-half the 
cash fare rate, but has now offered a 
slight reduction which would make the 
Niagara Falls-Buffalo rate $12 instead 
of $15; Niagara Falls-Lockport, $15 in- 
stead of $16.25. Further rate conces- 
sions are sought by the municipalities 
and additional hearings will be held by 
Commissioner W. R. Pooley. 


Railway Wins Point in Fare Fight 


The Birmingham Railway, Light & 
Power Company, Birmingham, Ala., 
recently won a point in its fight with 
the city over the 8-cent fare now being 
charged, when Judge Locke upheld a 
plea of the railway that the chancery 
court had no jurisdiction in the case. 
He contended that the company since it 
was in receiver’s hands came under 
federal jurisdiction. 

In bringing the suit attorneys for the 
city contended that the traction com- 
pany was charging an 8-cent fare in 
conflict with the franchise agreement 
with the city. The court was petitioned 
to enjoin the company from collecting 
more than a 5-cent fare or else forfeit 
the franchise right to operate on the 
-streets of the city. The court ruled 
that it could not condemn property al- 
ready-taken into possession legally by 


another court with competent jurisdic- 
tion. 

L. C. Bradley, receiver of the prop- 
erty, and Francis Brown argued the case 
for the railway. It was their contention 
that the 8-cent fare was granted by the 
commission and ordered effective by a 
federal court judge. It is probable that 
the city will appeal the case to a higher 
court in an effort to secure the 5-cent 
fare. 


Plan of City Commission Will 
Affect Atlanta Railway 


The city planning commission of 
Atlanta expects shortly to announce the 
results of a city-wide traffic survey that 
has been in progress for some time. 
It is apparent that the recommenda- 
tions of the commission if adopted by 
the city government are likely to cost 
the Georgia Railway & Power Company 
several hundred thousand dollars in 
making changes in its downtown rail- 
way lines. 

At least twelve streets close to the 
business district will be recommended 
for widening, extending, regrading and 
repaving, and for revising the transit 
lines. In fact, the commission reports 
that every street in Atlanta with rail- 
way tracks on it is too narrow. Four 
through routes are to be recommended 
for automobile traffic only, in which 
event railway lines on any of these 
streets would have to be removed. 
Furthermore, tracks on a number of 
other streets will have to be removed 
if the recommendations of the planning 
commission are carried out. 

Officials of the Georgia Railway & 
Power Company have advised the com- 
mission that the company is favorable 
to any reasonable changes that would 
improve traffic conditions in Atlanta. 
Engineers of the power company are 
working with the planning commission 
in making the city-wide survey. 


City Commissioners Stand Firm 
for Five-Cent Fare 


Final rejection of the petition of the 
Galveston (Tex.) Electric Company for 
an increase in fares was voted by the 
City Commission in a recent session. 
The refusal to grant the petition was 
based on the report of the city attorney 
that the traction company is earning a 
fair return on invested capital at the 
present fare. No amount was stipulated 
by the company in its petition for au- 
thority to raise fares. The company is 
now charging a fare of 5 cents, the 
company having lost its fight in Federal 
court for a 6-cent fare. However, the 
refusal of the City Commissioners to 
grant authority for a fare increase is 
believed to presage another legal fight. 

The report of the city attorney de- 
claring that the company is now earn- 
ing a fair return on invested capital 
was based on an audit of the company’s 
books made by Ernst & Ernst, account- 
ants. . 

The electric company had submitted 
with its petition a report showing 
earnings, operating costs and other 


items on which its petition for an in-- 
creased fare was based. The city at- 
torney disallowed a number of these, 
greatly reducing the operating costs 
and increasing the operating revenue 
of the company. Following the submis- 
sion of the report of the city attorney 
on the audit of the company’s books a 
public hearing was held by the city 
commission, and representatives of the 
company were allowed to present evi- 
dence before the commission showing: 
the need of increased fares. 


Through Freight Service Established. 
—The Ohio Electric Railway, Spring- 
field, Ohio, has added a through freight 
service from Toledo to Cincinnati, inter- 
mediate and connecting line points pro< 
viding next day delivery. 


Freight Rates Cut.—The Rochester y 


& Syracuse’ Railroad, Syracuse, N. Y., 
has announced an approximate 10 per 
cent reduction in freight rates of all 
classes, effective July 2, between 
Rochester and Syracuse. This reduc- 
tion is made so that electric shippers 
may enjoy the same privilege as the 
steam lines enjoy by the recent reduc- 
tion of the Interstate Commerce Com- 
mission. The company plans similar 
reductions on inter-line rates within a 
short time. 

Grants Fare Petition—Allowing the 
application of the Boise Valley Trac- 
tion Company, Boise, Idaho, to make 
reductions on all round-trip rates where 
the fare is greater than 36 cents, the 
Public Utilities Commission has granted 
the company’s petition to lower the loop 
rates and make important changes in 
time tables. The reduction will be about 
20 per cent of the present round-trip 
rate and be effective from June 16 for 
ninety days. The new rate will be 
180 per cent’ of the present single-trip 
fare. Competition with the Oregon 
Short Line is given as the reason for 
the company’s asking a reduction in 
fares. 

Higher Rates in Effect.—The 6-cent 
fare on the railway in Eugene and 
Salem, Me., operated by the Southern 
Pacific Railway, recently went into 
effect. At the same time, the fare 


between Eugene and Springfield was. 


advanced from 10 cents to 12 cents. 
The 6-cent fare replaced the former 5- 
cent charge. The company several 
weeks ago gave notice of its contem- 
plated advance, and as there were no 
protests on the part of the City Council 
or individuals, the Public Service Com- 
mission allowed the company to carry 
out its plans. The company made an 
effort, some time ago, to advance its 
fares to 8 cents in Eugene and to 16 
cents for the Eugene-Springfield fare. 
Protests from both cities caused the 
commission to refuse the increase. 
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Railway, 


Young Leader in St. John 


M. A. Pooler Takes Up Work as Gen- 
eral Manager of New Bruns- 
wick Power Company 


M. A. Pooler, for the past seven 


years general manager of the Potomac 
Public Service Company, is now gen- 
eral manager of the New Brunswick 
Power Company, St. John, N. B. From 
his reticence in giving out information 
concerning himself, it might be deduced 
that Mr. Pooler has something to con- 
ceal. And he really has—a career of 
remarkably successful service with the 
Potomac Public Service Company, for- 
merly the Hagerstown & Frederick 
and the Pennsylvania-Ohio 
Power Company of Youngstown, Ohio, 
which furnishes electric railway, elec- 
tric light and power service. 


M. A. PooLer 


Mr. Pooler admits that he was grad- 
uated from Purdue University, Ind., 
and from the Case School of Applied 
Science, Cleveland. Even without the 
enthusiastic embellishments of these 
plain facts which come from Mr. Pool- 
er’s associates, any railway Sherlock 
Holmes could deduce what sort of man 
this must be. 

MANY IMPROVEMENTS UNDER 
Mr. PoOLER 

For he has been with the Potomac 

Public Service Company for seven years, 


and in addition he is the youngest gen- 


eral manager the New Brunswick com- 
pany has ever had. This company oper- 
ates traction lines in St. John and the 
suburbs of Fairville, Coldbrook, East 
St. John, West St. John and Lancaster, 
a total of more than 25 miles. The com- 
pany also operates the electric light, 
power and gas plant in St. John. 
Under his management the southern 


company extended its field of service, 


and now operates in Maryland, Vir- 
ginia, West Virginia and Pennsylvania. 
Four hundred miles of high tension 
transmission lines are operated by the 
company. 3 


Paul R. Smith succeeds Mr. Pooler 
as general manager of the Potomac 
Public Service Company. 


Mr. Hemming Resigns 


R. N. Hemming has resigned as 
superintendent of transportation of the 
Indiana Service Corporation, Fort 
Wayne, Ind., to accept the appointment 
as supervisor of the western division 
of the Railway Audit & Inspection 
Company. Mr. Hemming will -be in 
charge of the Detroit office. 

For six and a half years Mr. Hem- 
ming was superintendent of motive 
power for the Union Traction Com- 
pany of Indiana, Anderson, Ind. Pre- 
vious to that he was electrical engi- 
neer for the Buckeye Steel Casting 
Company. His former connections also 
include positions with the Ohio & 
Southern Traction Company, Colum- 
bus, Ohio, where he was general mana- 
ger, and Municipal Light Plant of Col- 
umbus, where he was chief electrician. 

Mr. Hemming was for three years 
chairman of the standardization com- 
mittee of the Central Electric Railway 
Association and he has served on sev- 
eral committees of the American Elec- 
tric Railway Association. He has also 
been very active in safety first move- 
ments, having been chairman of the 
electric railway section of the National 
Safety Council. While in Fort Wayne 
he organized and was elected president 
of the Fort Wayne Safety Council. 


. 


Mr. Jewell Is Counsel 


Ralph H. Jewell has been appointed 
general counsel and assistant to the 
president of the Salt Lake & Utah 
Railroad. Mr. Jewell came to Salt 
Lake City from Washington, D. C., 
where he has been attorney-examiner 
for the Interstate Commerce Commis- 
sion for the past year. Previous to 
that he was a practicing attorney in 
Minneapolis for four years, and- for 
two years was assistant trust officer 
for the Wells-Dickey Trust Company 
of Minneapolis, in charge of the cor- 
poration bond department. 


L. C. Ream Made Auditor 


L. C. Ream has been appointed audi- 
tor of the Spokane & Eastern Railway 
& Power Company and the Inland Em- 
pire Railroad, with office at Spokane, 
Wash. Elmo Edwards, formerly audi- 
tor of the companies, has resigned. 
Mr. Ream’s jurisdiction will extend 
over accounting, freight claims, car 
service, taxes, and right-of-way mat- 
ters. F. Weidmer has been appointed 
claim agent, with office at Spokane, to 
fill the position left vacant by the 
resignation of J. M. Hone. Mr. Weid- 
mer’s jurisdiction will extend over all 
claims other than freight claims. 


R. Paul Smith, General 
Manager 


Succeeds M. A. Pooler in Charge of the 
Potomac Public Service Company 
in Maryland 


It has taken R.° Paul Smith just 
thirty-three years to learn to walk and 
talk, to master a variety of engineering 
matters, and to become general man- 
ager of the Potomac Public Service: 
Company. As a matter of fact, only 
since 1909 has he been connected with 
railways at all. It was then that he 
walked out of the Blue Ridge College 
with his diploma to join the Washing- 
ton, Frederick & Gettysburg Railway, 
which is a part of the present company, 
as clerk and assistant to the general 
manager. 


GENERAL SUPERINTENDENT 
AT TWENTY-EIGHT 


By 1912 Mr. Smith was division su- 
perintendent of the company with 
offices at Frederick, Md., in the inter- 
vening three years having served as 


R. P. SMITH 


agent, general agent and general 
freight and passenger agent. In 1917, 
and it must not be forgotten that Mr. 
Smith was then—figure it for yourself 
—only twenty-eight, he was made gen- 
eral superintendent. This means that 
his work was all over the place, for he 
had supervision of the railway, gas and 
electric departments of the company. 
His was real supervision and his the 
real supervisor’s mind, for he let each 
individual in the company develop his 
ability to the utmost. Because he can 
successfully develop the power which 
lies latent in others and thus increase 
the efficiency of the organization as a 
whole, Mr. Smith was unanimously ap- 
pointed general manager of the Poto- 
mac Public Service Company. His 
headquarters will be at Frederick. 

Assisting Mr. Smith will be Charles 
H. Leatham, who has been commercial 
engineer of the company. Mr. Leat- 
ham also served as clerk and division 
superintendent of the company. Pre- 
viously he had been associated with the 
Westinghouse Company and with the 
West Penn Traction Company at 
Pittsburgh, Pa. 
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Mr. Conway Made President 


Noted Consultant Heads Reorganized 
Aurora-Elgin Third-Rail Line— 
Other Officers Named 


Thomas Conway, Jr., has been elected 
president and chairman of the board of 
the Chicago, Aurora & Elgin Railroad, 
the successor company under reorgan- 
ization to the third-rail division of the 
Aurora, Elgin & Chicago Railroad. 

Mr. Conway is generally recognized as 
one of the leading public utility con- 
sultants of the country. He has served 
the Aurora, Elgin & Chicago Railroad 
first and refunding mortgage bond- 
holders’ protective committee as tech- 
nical adviser since the formation of the 
committee, and upon the death of R. M. 
Stinson succeeded to the chairmanship 
of the committee. 


Mr. CONWAY FAMILIAR WITH PROPERTY 


Mr. Conway is largely responsible 
for the policies which resulted in an 
increase of almost 50 per cent in the 
traffic of the third-rail system in the 
last three years. He has’ served as a 
member of various committees of the 
American Electric Railway Association; 
was retained as expert adviser to the 
New York State Electric Railway Asso- 
ciation in a consulting capacity, also 
many other of the largest electric rail- 
way properties of the country in simi- 
lar eapacity, including the Public Serv- 
ice Railway, the Connecticut Company, 
the Pittsburgh Railways, the Wilkes- 
Barre Railways, the Lehigh Valley 
Transit Company, the Eastern Pennsyl- 
vania Railways and the Utah Light & 
Traction Company. 

E. C. Faber, who some months ago 
accepted a position as vice-president of 
Barron G. Collier, Inc., will continue 
with the property as senior vice-presi- 
dent, devoting part of his time to the 
interests of railroad. Mr. Faber is 
well known to the people of the Fox 
River Valley as the result of twenty 
years of active work in that vicinity. 
He is known nationally among electric 
railway men both as an operator and 
because of his activities in connection 
with the work of the American Electric 
Railway Association. 


Mr. McCuurE GENERAL MANAGER 


J. H. McClure will have direct charge 
of operation as vice-president and 
general manager. He has been con- 
nected with Day & Zimmermann, Inc., 
Philadelphia, since 1910, in charge of 
various public utility properties con- 
trolled by that organization located in 
Pennsylvania and Ohio. Mr. McClure 
was general manager of the Citizens 
Traction Company and the Citizens 
Light & Power Company of Oil City 
and Franklin. Pa.. during the years 1912 
to 1920. During the latter part of this 
period he filled the position of vice- 
president in charge of operation of 
the Youngstown Suburban Railway, 
Youngstown, Ohio, and Salem Light 
Company, Salem, Ohio. In April, 1920, 
Mr. McClure went to Lima, Ohio, as 
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vice-president in charge of operation 
of the Ohio Electric Railway, and, in 
connection with the financial readjust- 
ment of the affairs of that company, 
has served as receiver of the Indiana, 
Columbus & Eastern Traction Com- 
pany and as general manager for the 
receiver of the Columbus, Newark & 
Zanesville Electric Railway with head- 
quarters at Springfield, Ohio. His 
headquarters now will be in Aurora, 
but he will devote part of his time to 
directing affairs in Springfield. 


Publicity Man for Texas 


Utilities There Place George McQuaid 
in Charge of Information Bureau 
at Dallas 


George McQuaid, well-known Texas 
newspaper man, has been employed by 
the public utility organizations of 
Texas, and is in charge of the Texas 
Public Service Information Bureau re- 
cently established in Dallas, Texas, 
with offices at 1004 Magnolia Building. 
The bureau is issuing a weekly news 
bulletin giving current news and in- 
teresting information regarding the 


GEORGE McQuAID 


public utilities operating in Texas, and 
about public utilities in general. This 
bulletin is supplied to the weekly and 
daily newspapers of Texas and to 
others interested in utilities. 

Mr. McQuaid has been connected with 
various newspapers in Texas for the 
last thirty years, serving in different 
capacities from reporter to managing 
editor and editor. He was born in 
Virginia in 1875 and was reared in 
Kansas. He was educated at George- 
town University, Washington, D. C., 
receiving both the A.B. and B.L. degrees. 
Soon after graduation from college, he 
entered newspaper work in Oklahoma, 
and shortly thereafter became man- 
aging editor of the Guthrie (Okla.) 
State Capital. This was before Okla- 
homa was admitted as a State. Later 
he joined the staff of the San Antonio 
(Tex.) Hxpress, and was managing 
editor of this paper from 1905 to 1910. 
He then went to Galveston as 
editor of the Galveston (Tex.) Daily 
News, where he remained for three 
years, being forced to give up this 
position on account of failine health. 
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After recuperating in El Paso for 
more than a year, Mr. McQuaid went 
to Oklahoma City as staff correspond- 
ent for the Dallas (Tex.) Morning — 
News, in charge of the news service in 
Oklahoma. While in Oklahoma, he 
made an enviable record by building up 
a news-gathering organization second — 
to.none in that State. After about two 
years, he returned to Dallas and 
assumed charge of the oil development 
news of the Dallas Morning News, 
serving in the field as oil editor and 
staff correspondent. 

Mr. McQuaid left the Dallas Morn- 
ing News for about a year to serve as 
townsite manager for Hamon & Kell, 
builders of a railroad in the West — 
Texas oil fields. He returned to news- 
paper work as managing editor of the 
Dallas Morning News, a position he 
held until December, 1921. He then 
purchased the Mexia (Tex.) Hvening 
News and was editor and publisher of 
this paper until he sold his interests 
and accepted the position with the 
Texas utility organizations. 


B.»J. Yungbluth has been apointed- 
supervisor of purchases and supplies 
of the Philadelphia, Pa., Rapid Transit 
Company. He succeeds G. A. DuCasse, 
who has resigned. 

S. F. Hunter, who has been local 
agent at Toledo, Ohio, for the Ohio 
Electric Railway, Springfield, for sev- 
eral years, has been named district 
passenger and freight agent. R. M. 
Fisher becomes local freight agent for 
the railway. 

. J. H. Pardee, president of the J. G. 
White Management Corporation, New 
York, N. Y., has just returned from a 
trip to the Philippines, where he has 
been for the past six months, looking 
after the affairs of the Manila Electric 


~Company and the Philippine Railway. 


C. G. Adsit, formerly chief engineer of 
the development department of Georgia 
Railway & Power Company, Atlanta, 
and consulting engineer of the executive 
department, is now executive engineer 
of the company, with authority over the 
engineering work of all departments of 
the company. 

Polk Laffoon, secretary and treasurer 
of the South Covington & Cincinnati 
Street Railway, Covington, Ky., has 
been named a member of the Kentucky 
Racing Commission by Governor Edwin 
P. Morrow. Mr. Laffoon succeeds J. O. 
Keene. He is the only northern Ken- 
tuckian on the commission. Mr. Laffoon 
is a resident of Erlanger, Ky., south of 
Covington. : 

W. R. Dunham, Jr., formerly engi- 
neer of maintenance-of-way of the 
Connecticut Company, New Haven, 
Conn., is now engaged in special work 
for the International Steel Tie Com- 
pany, Cleveland, Ohio. He is acting 
also as Eastern agent of the company 
with headquarters at 69 Stanley Street, 
New Haven, Conn. Since leaving the 
Connecticut Company in 1921, Mr. Dun- 
ham has also done some consulting 
work in the track field. 
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Manufactures and the Markets 


DISCUSSIONS OF MARKET AND TRADE CONDITIONS FOR THE 
MANUFACTURER, SALESMAN AND PURCHASING AGENT 


ROLLING STOCK PURCHASES 


BUSINESS ANNOUNCEMENTS 


Traffic Congestion Retards 
Coal Delivery 


The thirteenth week of the coal strike 
has been marked by recurrence of traffic 


congestion in certain of the non-union | 


fields, and as there has been no com- 
pensating increase in the fields affected 
by the strike the production of bitu- 
minous coal will be slightly less. than 
in the week preceding. Production of 
anthracite is still practically zero. 

Complete returns for the twelfth 
week, June 19-24, show a production of 
5,337,000 net tons of bituminous coal 
and 24,000 net tons of anthracite, a 
total of all coal of 5,361,000 tons. In 
the corresponding week a year ago the 
total raised, including anthracite, was 
9,550,000 tons. In 1920, when business 
was active, it was 11,960,000 tons. In 
_ terms of all coal, therefore, the quantity 
now being mined’ weekly is five to six 
million tons below normal. 


Philip L. Maury Goes to Detroit. 


Graphite Company 


Philip L. Maury has become asso- 
ciated with the Detroit Graphite Com- 
pany as a vice-president, with head- 
quarters at Detroit. He will have 
direct charge of all the activities of 
the company pertaining to its paint 
and varnish business with railroads, 
street railways and allied interests. 
He is well known to the railway and 
supply world throughout his many 
years’ connection with the Sherwin- 
Williams Company as manager of rail- 
way and industrial sales, which po- 
sition he leaves to take up his new 
_ duties with the Detroit Graphite Com- 
pany. 

During the war he was in charge of 
the government activities of the Sher- 
win-Williams Company and was closely 
identified with the work of the war 
service committee of the Paint Manu- 
facturers’ Association and was active 
in the preparation of government speci- 
fications and development of special 
coatings for many uses brought about 
by war conditions. 


Dissolution Distribution 
Held Up 
The protective committee of the bond- 
holders of the Barney & Smith Car 
_ Company, Dayton, Ohio, in letters sent 
’ out recently announced that the com- 


mittee will hold in its possession the - 


distribution recently ordered on the 
bonds. Each bond received $162.18 
from a fund in the hands of the Guar- 
anty Trust Company, which had been 
accumulated from the sale of parts of 
the plant at Dayton. 

The committee announces that it has 
invested $206,098.76 in United States 


Treasury certificates’ of indebtedness 
which have been placed in the Citizens 
National Bank & Trust Company, Cin- 
cinnati. The letter says: 

The committee deems it in the interest 
of the depositing bondholders not to make 
distribution of this fund at present, be- 
cause it hopes that the retention of the 
fund will place the committee in a position 
to gain advantage for the depositing bond- 
holders when the property is sold.or when 
reorganization is effected. 

Depositors may feel assured that the 
committee will not retain the fund any 
longer time than shall appear to be essen- 
tial in the interest of the depositor. 

The communication is signed by the 
committee, of which Leo J. Van Lahr 
is chairman and Hugh P. Colville is 


secretary. 


$100,000 to Be Spent on Track 
in Memphis 

Memphis (Tenn.) Street Railway has 
been authorized to construct addi- 
tional tracks on McLemore Avenue in 
accordance with an amendment to the 
charter filed with the county register 
in pursuance of its plan to' establish a 
continuous car line from Overton Park 
to Riverside Park. The proposed im- 
provement will cost more than $100,000, 
according to T. H. Tutwiller, one of the 
receivers, and it is probable it will be 
completed within two years. The plan 
includes the .construction of three 
stretches of tracks necessary to complete 
the cross town line through the center 


“of the city from the northeast to the 


southwest, including the work that is 
now being done at the McLemore 
Avenue viaduct. The proposed cross- 
town line, when completed, will estab- 
lish a one transfer system between 
Riverside Park and Raleigh Springs and 
Binghamton, the transfer point being 
Poplar Avenue and North Cleveland 
Street. Construction of the three links 
that will complete the proposed cross- 
town line is largely dependent upon the 
city’s construction of the subway on 
South Bellevue boulevard since the 
street railway must pass under the 
railroad at this point. There will be 
constructed a short stretch of new 
track on Beale Avenue between South 
Orleans Street and Myrtle Street. This 
line will connect the present Beale car 
line with the Peabody line and the 
result will be the rerouting of the Pea- 
body cars, 


Large Expenditure Involved 
in Improvements 


According to a recent statement of A. 
E. Potter, president of the United Elec- 
tric Railways, Providence, R. I., about 
$300,000 would be spent out of earnings 
this summer to co-operate with the city 
on paving work. In addition, there 
will be spent, out of the $1,000,000 bond 
issue contemplated by the plan of reor- 


ganization and current earnings, more 
than $500,000 for fifty new forty-pas- 
senger cars already ordered, and about 
$1,300,000 for improvements to the 
power house, new high-tension wires 
and laying of wires underground. The 
fifty cars now on order are in addition 
to the twenty-five one-man cars already 
received. 


Frankford Elevated Signal 
Contract Awarded 


The Department of City Transit of 
Philadelphia has awarded a contract to 
the Union Switch & Signal Company 
for the complete installation of an auto- 
matic block signaling and interlocking 
system on the Frankford Elevated Rail- 
way. The installation comprises, essen- 
tially, double track signaling extending 
from Arch Street, where the new ele- 


vated joins with the Philadelphia Rapid 


Transit existing elevated lines, north 
to Bridge Street, a distance of approxi- 
mately 6 miles. Within this territory 
electro-pneumatic interlockings, utiliz- 
ing alternating current throughout, will 
be installed at Arch Street, Girard Ave- 
nue, Dauphin Street, Torresdale Avenue 
and Bridge Street. 

At Arch Street a nineteen-lever- 
frame electro-pneumatic machine com- 
prising nine working levers for the con- 
trol of twenty-seven signals, three 
levers for control of four switches and 
four levers for traffic control, and three 
spare spaces, will be required. At 
Girard Avenue, Dauphin Street and 
Torresdale Avenue three eleven-lever 
electro-pneumatic machines will be in- 
stalled, each involving three working 
levers for the control of eight signals, 
one lever for two switches and four 
levers for traffic. Three spare spaces 
will be provided in each of these ma- 


chines. At Bridge Street an electro- 
pneumatic machine, involving seven 
working levers for the control of 


twenty-two signals, three levers for the 
control of six switches, two levers for 
traffic and ninteen spare spaces will 
make up the thirty-one lever-frame ma- 
chine. \ 
Fifty automatic block sections with 
electro-pneumatic automatic train stops 
and three indication color light signals 
will be involved. Alternating current 
will be used exclusively for the control 
and operation of all the signal and 
interlocking in this contract. 


Metal, Coal and Material Prices 


Metals—New York July 4, 1922 
Copper, electrolytic, cents per | cae eens 13.875 
Copper wire Year ents per IDEs ae. m0 eines 15.50 
Lead, cents perlb......... aid ie DD 


Zinc, cents per ie Riise eicacecdats 3 
Tin, Straits, cents per lb 


Bituminous Coal, f.o.b. Mines 


Smokeless mine run, f,o.b. vessel, Hampton ~ " 
Roaas} Zross tong, - Jecieicies <ctahee eeieie $6.17 
Somerset mine run, Boston, net tons...... | 3.47 
Pittsburgh, mine run, Pittsburgh, net tons oa. 
Franklin, Ill., screenings, Chicago, net tons oe 
Central, Ill., screenings, Chicago, net tons id 
Kansas screenings, Kansas City, net tons 3.05 
Materials 
Rubber-covered wire, N. Y., cents per lb. 6.25 
Weatherproof wire base, N. Y., cents per Ib. 15.50 
Cement,Chicago net prices, without bags.. $2.07 
Linseed ‘oil, (5-bbl. lots), N. Y., cents per gal. 92.50 
White lead, (100-Ib. keg), N. Y,, centsperlb. 12.50 
Turpentine (bbl. lots), N.Y.. per gal....... $1.25 


Rolling Stock 


Wellsburg, Bethany & Washington 
Railway, Wellsburg, W. Va., has just 
placed a new passenger car in service. 


Olean, Bradford & Salamanca Rail- 
way, Olean, N. Y., is equipping single 
and double-truck cars for one-man 
operation. 


Chicago Surface Lines is about ready 
to place orders for fifty or more new 
trailers and about twenty-five double 
truck one-man safety cars. 


Trenton & Mercer County Traction 
Company, Trenton, N. J., expects to pur- 
chase two double-truck snow sweepers, 


two single-truck snow sweepers, one 
snow plow and one nose plow. 
Indiana Service Corporation, Fort 


Wayne, Ind., will shortly place an 
order for about fifteen one-man safety 
cars of the type now in use in Fort 
Wayne, Ind. 


Chicago, Aurora & Elgin Railroad, 
Avrora, Ill., the successor to the third- 
rail division of the Aurora, Elgin & 
Chicago Railroad will purchase twenty 
new all-steel cars under authorization 
of the board of directors. 


Kentucky Traction & Terminal Com- 
pany, Lexington, Ky., is reported to be 
considering the purchase of several 
more one-man. light-weight interurban 
cars of the type described in the 
Electric Railway Journal, issue of June 
Sal 922. 


Kansas City (Mo.) Railways has 
placed an order with the J. G. Brill 
Company, subject to approval of the 
court, for twenty double-truck motor 
ears arranged for train operation and 
for one or two men when operating as 
single units. They are equipped with 
the HL control, safety devices and 
G.E. 247 motors. 


The Chicago North Shore & Mil- 
waukee Railroad, Highwood, Tll., has 
placed an order with the Cischanatt 
Car Company for forty new cars. 
These include fifteen motor merchan- 
dise cars, seven motor limited coaches, 
one motor dining car, two parlor ob- 
servation trailers, one utility line car, 
twelve safety cars for the Milwaukee 
city lines operated by the North Shore 
Railroad and two lightweight inter- 
urbans for the Libertyville branch. 


Community Traction Company, 
Toledo, Ohio, has converted six double- 
truck city cars for one-man operation 
by installing turnstiles on the rear 
platforms. By placing seats in the 
extra space made available the capacity 
of each car has been increased from 
forty-eight to fifty-three passengers. 
In connection with this change the 
usual safety devices have been added. 
The company expects to convert a total 
of sixty cars to the one-man turnstile 
variety. 


Cincinnati (Ohio) Traction Company 
will procure approximately seventy- 
five new double-truck cars of the 
lighter type, to replace the small cars 
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on lines: on which the larger cars now 
can be operated. Arrangements for 
securing the money to buy the cars 
were started July 1, when authority 
was requested from the directors of 
the Cincinnati Street Railway and 
from the Ohio State Public Utilities 
Commission to issue $725,000 first lien 
equipment trust certificates. This is 
in accordance with the car trust cer- 
tificate plan for buying cars. The last 
ears purchased by the traction com- 
pany two years ago were procured un- 
der that plan. The new cars will be 
approximately the same capacity as the 
large double-truck cars now in use, but 
will be much lighter in construction. 
Walter Draper, vice-president of the 
traction company, announced that the 
cars would be of a type that can be 
operated by either one or two men as 
may be desired. 


Track and Roadway 


Guelph, Ont.—The City Council has 
authorized an expenditure of $150,000 
on the Guelph Radial Railway. 

Trenton & Mercer County Traction 
Company, Trenten, N. J., expects to re- 
build 35,000 lineal ft. of city track 
under pavement. 

Shreveport (La.) Railways expects 
within a few weeks to build a loop at 
the end of the Cedar Grove line for 
turning the cars. Only a diamond 
switch and frog are needed. 

Chicago, Aurora & Elgin Railroad, 
Aurora, Ill., has already started on the 
stone ballasting of the main line from 
Chicago to Wheaton.-. Several miles of 
line have been put in first class shape 
in and near Maywood. 

Philadelphia, Pa.—The contract for 
completing the work on the Frankford 
“I,” has been awarded to F. J. Boas. 
The Boas’ bid of $534,180 was $32,000 
lower than that of the Philadelphia 
Rapid Transit Construction Company. 

Northern Ohio Traction & Light 
Company, Akron, Ohio, has recently 
been making extensive repairs to the 
Cleveland Alliance & Mahoning Valley 
Railroad property between Ravenna 
and Warren in order to accommodate 
the limited’ service which has recently 
been inaugurated over this line. The 
overhead construction is also being re- 
habilitated on the Myers Lake line, 
with extensive changes in Myers Lake 
Park, which will add greatly to the re- 
liability of service this summer. 


Power Houses 
Shops and Buildings 


Wichita Falls (Tex.) Traction Com- 
pany is drawing up plans for a new 
carhouse which will be of steel and 
concrete. fireproof construction. 


Tarentum, Brackenridge & Butler 
Street Railway, Tarentum, Pa., expects 
to build a small machine shop and to 
include a 24 in. x 12 ft. lathe, a 20 in. 
drill press and grinder in this shop, all 
equipment to be motor driven. 
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r 
’New York, N. Y.—The Transit Com-~ 

mission has approved the plan for the 
reconstruction of the Queens Pa 
station to enable the Brooklyn Rapid 
Transit Company to participate in the 
cperation of the Astoria and Corona 
branches. Because of the difference in 
the width of the Brooklyn Rapid 
Transit and  Interborough Rapid 
Transit Company’s cars the Interbor-- 
ough alone has been operating these 
branches. This improvement will cost 
$100,000 for structural changes to the 
stations ony $60,000 for track work. 
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f Trade Notes 


American Bridge Company, New 
York, N. Y., announces the removal of 
its vice-president’s department, chief 
engineer’s department, eastern division 
contracting department and treasury 
department on and after June 24 to the 
Empire Building, New York. 

Wilson Welder & Metals Company, 
Inc., New York, N. Y., recently ap- 
pointed King-Knight Company, Under- 
wood Building, San Francisco, Cal., ex- 


_clusive Pepresentatives in central and 


northern California for Wilson plastic- 
arc welding machines and Wilson 
“Color-Tipt” metals. 


Pittsburgh High Voltage Tasilatox 
Company will carry on its business in 
the future under the name of the West- 
inghouse High Voltage Insulator Com- 
pany, according to an announcement 
made by C. M. Semler, general man- 
ager. The change in name, which was 
made by vote of the company’s stock- 
holders does not affect the manage- 
ment or method of conducting the 
business of the company which will be 
carried on as it has been in the past. 

The National Railway Appliance 
Company, New York, N. Y., is selling a 
new product known as “Themec” paint. 
The principal use of this material is 
the protection and rustproofing of 
metals and other materials. The pig- 
ment of Themec paint is portland ce- 
ment. Exposure to the elements grad- 
ually tufns this cement content into 
a thin veneer of stone. Tests indicate 
that this material provides an increased 
protection coating. It is being used by 
several roads for general and miscel- 
laneous work. 


New Advertising Literature 


John A. Roebling’s Sons Company, 
Trenton, N. J., has issued a small book- 
let on electric welding wire and also 
wire for gas welding. 

Truscon Laboratories, Detroit, Mich., 
has issued a specification handbook of 
108 pages. This contains specifications 
on steel coatings, floor hardeners and 
damp and waterproofing products, 

Terry Steam Turbine Company, 
Hartford, Conn., has issued an attrac- 
tive booklet describing its turbine units 
and blowers. Information is also fur- 
nished regarding improvements in de- 


sign. 


